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| The car dynamo is placed, as indicated on the view, in a | The cost of operation of the electric road I have not been 
Jocked box under the car midway between the axles, andcom- | able to get at, as Messrs. Siemens & Halske are—not un 
municates its motion to one of the latter by gearing placed | naturally, perhaps—reticent on this poiat ; but the general 
outside the wheels (between them and the axle boxes), the | opinion here among the well informed seems to be that it is 
speed of the dynamo being geared down apparently to one not going to pay interest on the investment—at least under 
| seventh or one-eighth its own angular velocity by four gears, the present circumstances. This is in spite of the fact that 
| two being placed on an intermediate shaft between the main | the cars are nearly always well filled ; so much so that on 
dynamo shaft and the car axle. These gears are rather noisy Sundays it is very hard to get even standing room, without 
| going some time beforehand and getting one of the ‘‘ prefer - 
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Frankfort-Offenbach Electric Railroad. 


FRANKFORT-ON-THE-MAIN, March 9, 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
The electric railroad between this place and Offenbach has 


| at high speeds. 


The turn-outs, both in the track and in the conductor, are 


tracks, with a fixed switch point, so placed that a car run. 
ning toward it wil] always go to the right. The switch in the 


| automatic. The track is arranged as on many horse-car 
| 
| 


conductor is held by a spring, so as to throw the shuttles al- 
| ways into the right-hand tube, the shuttle pushing the switch 


now been in operation for 11 months. _ It is seven kilometres | aside in coming out of it. The main tube has a tapering slot 
(4.2 miles) in length. It consists of a solidly constructed | cut into its side deep enough to allow the switch tongue to 
single line tramway cf 1 metre gauge, with three turn-outs in | catch the point of the shuttle. 


the length, besides the end side-tracks, The rail is of the 
usual European tramway pattern, with a deep, narrow 


flange groove, which will not allow the heavy wheels of | capacity of the present apparatus is, I am informed by | 


European vehicles to drop into it, but would be liable to give 
trouble to light American buggies. The track is laid along 
one side of the roadway: and in the closely-built, narrow 
street of the village of Ober-rad, about midway of its length, 
must occasionally give trouble from its close proximity to 
houses and to the ends of the narrow side streets. It crosses 
two steam railroads at grade, at one of which crossings gates 
are provided for it in addition to those always placed here at 
steam railroad crossings. The cars are, in outward appear- 
ance, very much like our horse cars; but the seats are ar- 
ranged face to face, double seats on one side of the car and 
single on the other: the doors being at one side of the centre, 


The trains run every 15 minutes," and consist of one and | 


| two cars alternately, which run pretty regularly full. The 


Messrs. Siemens & Halske, the well-known electrical firm of 
Berlin, who built and are now running the road, four trains 
of three cars each at 15 kilometres (about 8 miles) per hour, 
or perhaps somewhat faster, if the police would permit. The 
| two-car trains are generally run with both cars coupled to 
| the conductor, and not with one, as shown. The cars are at 


ing stops. This speed with the number of trains would not 
give a train every 15 minutes, and in point of fact I think 
| they do not leave regularly at that interval. 

| The running is controlled by the driver on the front plat- 
| form, who turns the current on and off with a brake handle 











while each platform has a single set of seats, viz., for three 
persons, and there is nominal standing room for 12 persons 
besides, the total being 30. The seats on the platforms have 
a side protection by a glass extension of the car-side. This 
feature is, however, objectionable, as it causes the wind to 
draw round the necks of the persons sitting in them in a way 
which can only be pleasant in very warm weather. 

The electric conductor is carried overhead along the curb 
line of the street. It consists of a gas pipe of about 114 in. 
diameter, with a slot in the lower side. The manner of sup- 
port by a !4-in. wire rope fastened to insulators on the posts, 
and the connection of the car with the runner in the tube, is 
shown in the view herewith. The runner is a shuttle-shaped 
bolt with two narrow lugs, which project through the tube 
and carry a rectangular frame, to the lower bar of which the 
electric conductor to the car is attached by a slide, which 
causes its pull to come always on the head end of the frame, 
whichever way the car the car is moving, thus avoiding any 
tendency to jam the shuttle in the tube. The electric con- 
ductor to the car is inclosed in a wire rope, from which it 
emerges about a foot from the runner frame. The wire rope 
is then continued by a slack piece connected to the middle of 
the upper bar of the runner frame, presumably to avoid 
leaving the runner behind in case the electric connection 
parts on a down grade, where the cutting off of the current 
would not stop the car. 

The posts are set ata maximum distance of a little over 
100 ft. on straight line—closer together on curves in propor- 
tion to theirsharpness. Round these the tube bends without 
any particular attempt at uniform curvature, which is of 
course unnecessary in view of the loose nature of the connec- 
tion to the car. 

The conductor tube is double, as shown. The connectiong 
with the car take current from one tube and return it to the 
other (the tubes have no other connection than through cars). 





A GERMAN ELECTRIC STREET RAILROAD. 


which fits over a square head on an upright shaft like an 
ordinary brake shaft. The handle is kept by the driver like 
a key, so that the car can not be tampered with when he is 
; absent from his place. He brakes with his right hand with a 
similar handle. He also rings a bell over his head when it 
seems necessary to give warning of the approach of the car. 

The driving station is about midway of the run. The en- 
gine is a double horizontal one of 250 horse-power, of which 
only one-half is kept in use, developing a maximum of 100 
horse-power to run eight cars. The engines were built with 
condensers attached, it being intended to condense with 
water from wells on the premises; but the supply being in- 
sufficient, the condensers are not used. 


is 12 marks, or $3, per metre, say $1 per foot, with ordinary 
day labor at 50 cents per day, skilled labor 75 cents to $1 : 
and cost of materials averaging, taking wood into account, 
not less than with us at present, and probably somewhat 
more. 

I would like to call attention here to the relations indicated 


present run at an average speed of 7.2 miles per hour, includ- | 


The cost of the electric conductor, set up with its supports, | 


| ence” tickets which are given out in the terminal waiting 
| rooms up to the capacity of the next car. The fare itself is 
| paid on the car, the conductor giving a ticket for the same. 
| which is inspected by a checker who gets on at some point or 
| other of the route. This is also the mode of operation on the 
city horse-cars. Passengers must hold their tickets (the 
latter are not taken up) until the trip is over, and 
' any who haven't them must pay again: while the conductor 
is liable to dismissal if any such are found, to whom it ap- 
pears that he has not given tickets, The tickets show by an 
arrangement like punching the part of the route traveled 
over, and also the amount collected from the passenger, so that 
they are a protection to the stranger against any inordinate 
demand for fare. They are made of thin paper and num- 
bered consecutively, so that re-presentation on a second trip 
is practically impossible. As they are generally to be seen 
scattered about on the ground at the termini, like train 
orders in one of our large railroad yards, reissuance by the 
conductor might be a possible -difficulty were it not for the 
route punching, which would make this difficult, apart from 
the detection by the checker. 
Such a system must cost little for checking, as the checker 
serves a large number of cars, while it must be very effectual], 
as the conductor has to turn in an amount corresponding 








to the unreturned balance of tickets issued to him, The 
different rates of fares have tickets of different colors. By 
printing transfer tickets with a coupon to be detached by the 
second conductor, the system could be made applicable to 
connecting lines. Transfer tickets are issued here, but I 
believe it is -effected by tickets printed by the company to 
which the transfer is made, for which the company issuing 
them to passengers is responsible to the party from whom the 
passengers received them 
As to the details of the electric transmission, I can give 
little information on account of the above-mentioned reti- 
' cence on the part of the direction. What the arrangement of 
| the current is at the passing tracksI cannot say, further than 
to surmise that it must pass through both branches continu- 
ously in equal amount. What the nature of the iftsulation 
of the two lines is at the frogs where the conductors cross, I 
| cannot say. 
| In regard to regularity and certainty of operations, Dr. 
Siemens asserts, in a recent letter to a railroad journal, that 
the traffic is satisfactory in this respect, and I bave no statis- 








above between the price of labor and materials, raw or | tics to the contrary. In a recent address, however, to the 
manufactured, in Germany and with us, comparatively. | local technical club (apropos of another motor), the speaker 
They show, I think, two things ; first, that the efficiency of | referred to the frequent interruptions of the traffic. My own 
labor is less here, and second, that the laborer’s share of the | observation has not been particularly favorable. I suppose 
profit is not so great as with us. The latter is probably due I have seen the road in a way to observe the operation a dozen 
tothe slower methods of business—the less active turning | or fifteen times during the past five months. Among these 
over of capital—making a larger profit on single articles were two round trips over it, on one of which the passengers 
necessary to maintain the annual interest on the capital in- | had to transfer to another car both in going and coming, on 
vested. I would note, however, that the above is only true | account of a crossing out of order. The last visit I paid to it 
of materials in large quantities. The smaller manufactured | was to get some information, at which time I found the road 
articles sold at retail cost only from one-fourth to one-half | had been three days out of operation for the purpose of re- 
as much as with us, indicating again that the small dealer is | pairs to the steam engine, as stated ina notice posted up. It 
| in the same condition as the laborer, with a small proportion | has since been stated that a new machine is on the way, so 
| of the total profit, owing to the lively competition for the | that such an interruption may not occur in future. The oc- 
trade, currence appears a little singular, in view of the spare half of 











4 





370 


THE RAILROAD GAZETTE. 


[JUNE 12, 1885 





the existing engine and a very liberal park of dynamos and 
boilers, and one which it might be supposed Messrs. Siemens 
and Halske would have learned to avoid after building seven 
electric roads in Ireland, Germany and Austria. 

The chief objection to the system of cable and electric 
transmission of power seems to be the total stoppage of the 
whole traffic caused by an accident to the motor or con- 
ductor, the argument which George Stephenson used success- 
fully against the cable system on the Liverpool & Manchester 
Railway. This brings these systems in unfavorable contrast 
for the purpose of street traffic with the Honigmann caustic 
soda locomotive, which, while free from escaping smoke or 
vapor, is equally efficient with ordinary steam dummies, car- 
ries much less dead weight than ordinary steam, compressed 
air, or ammonia engines, requires no fixed power transmitter, 
and yet has its power furnished from a central station, while 
in operation entirely independent of it. It is, moreover, per- 
fectly safe against explosion or similar accident. I propose 
to give you some account of the latest developments of this 
motor in my next. In conclusion, I have to make my 
acknowledgments to Messrs. Siemens & Halske for the origi- 
nal of the illustration herewith given, and for information as 
above stated. W. Howarp WHITE. 








The Breakage of Splice-Bars. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

In view of the recent discussions about splice-bars and 
the breaking thereof, it may not be amiss for the writer to 
give hisexperience. Let us first study the wear on rails. 

This wear is very probably in accordance with the five 
following laws : 

First. That wherever a rail receives more support verti- 
cally at one point than at another, a depression in the head of 
rail forms over or near the additional support. Of this 
depression the length, depth and exact location as regards 
the support are determined by the uniformity of material in 
the rail as well as by the ballast used and the facility for 
draining the road-bed. 

Second, That wherever the rail receives more support 
laterally at one point than at another, the wear on the rail 
near this point is greatest and the rail is deflected outwardly 
on both sides of the support. 

Third. A low spot on one rail causes the formation of a 
low spot on the opposite rail just in advance of the original 
low spot (double track). 

Fourth. Where the wheel encounters a low spot on one rail, 
it tends to move the track in the direction of that spot 
laterally. 

Fifth. The outer rails of the outer track wear faster than 
the inner ones, and all rails wear faster in cuts than on banks,’ 

Theoretically, these laws are objectionable. As illustrat- 
ing the first law practically, trial with a straight edge or 
with a micrometer screw, if you prefer, will show that a de- 
pression in the head of the rail exists over many cross-ties, 
but very seldom between them. Occasionally we find the 
head of the rail lower between ties than over them, but in 
such cases the straight edge applied to the upper surface of 
the rail flange will show that the rail is bent between ties 
and not compressed. It will also be found that a depression 
exists over or near nearly every guard-rail chair, partly due 
to the support afforded by the tie and partly to that of the 
guard-rail chair, but it is found to be greater where the 
chair is used than where it is not. As illustrating the 
second law, it is quite well known that wherever a Wharton 
switch safety casting is used by the side of a rail the rail 
soon becomes bent outwardly at both ends of the castings, 
and nv amount of lining and spiking wil] hold it in line. It 
is further noticeable that where planks are laid by the side ot 
rails to make a road crossing, the rails are bent outwardly 
at both ends of the crossing. Also that the rail has more 
short kinks between guard-rail chairs than it has on curves 
where no guard-rail chairs are used.* As illustrating the 
third law we find that when joints are allowed to remain 
low a depression forms in the opposite rail over the tie in 
advance of the joint. We have reason to believe that where 
a new rail is placed on the outside of a curve depressions 
begin forming at once similar in character and nearly oppo 
site to those already existing on the old rail on the inside o- 
the curve. It is well to mention the low spot forming oppo- 
site to the point of frog. 

This law shows the necessity of true levels and the impor- 
tance of having the track force so arranged as never to allow 
a joint to become low. As illustrating the fourth law, it is 
known that a joint allowed to remain low becomes deflected 
outwardly, and trial with a track gauge will show that the 
opposite rail has moved toward the joint. In other words, 
the track has moved laterally. 

We know that the outer rail of double track wears faster 
than the inner. This is due to the support on the inner side 
of track being more regular. Rails wear faster in cuts than 
on banks, because little or no attention is paid to drainage 
and it is impossible to give equal supports to rails unless 
drainage is perfect. As regards depression forming in the 
head of rail, they simply follow the well-known law that “a 
moving body changing its direction loses momentum.” So if 
the rail deflects appreciably, laterally or vertically, the 
wheel changes direction in mounting the edge of tie and 
causes somewhat of a blow. The manner in which the spikes 
bold the rail to the tie, the width of the tie, the kind of bal- 
last and the uniformity of material in the rail, will all be 
concerned in the length, depth and location of this depression. 
Sometimes it occurs over one edge of the tie, sometimes over 
the other, sometimes over the centre of the tie and sometimes 
it extends all over three places. 








* After the rail-head has worn down sufficiently for the wheel 
flange to strike the splice-bar, a hole wears in the side of the rail- 
head at the end of the fish-plate. 
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Direction of Traffic. 
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The tendency on American railways is toward heavier rails, | them together at H and J. The strain on the beam A will be 


It is quite probable that this will not prove the most economi- 


insignificant, and the elongation will all take place in the 


cal way of increasing the hfe of rails. English roads use| rubber. Now, in place of the beam J let us insert a piece of 


heavier rails than we do, and are said to obtain good service; 


but they also pay more attention to drainage and to the size | 
of ballast. In other words, the character of the support is | 


more nearly uniform than with us. Moreover, it is said that 
there is a tendency on the part of English roads to use 
lighter rails than formerly was the case. 

In the manufacture of large rails it is more difficult to ob- 
tain uniformity of material than it is with small ones. We 
can see in any rail mill that long after the base and web of 
rail have become black, the head is stillred. In other words, 


| 


| 
| 





by the present method of manufacture the tension material | 
(base) is hardest, while the compression is softest, taking | 
longest to cool. The reverse should be true, and it isa debatable | 
question whether it will not pay to arrange some form of oil | 
or water bath through which to pass the head of rail as it | 
comes from the rolls, and thus temper it to any desirable 
hardness. The great trouble with the American rail, and 
perhaps with that of English make of recent date, is that it 
wears so as to show a wavy appearance on top in the sun- 
light. It has been proposed to remedy this by using a heavier 
section. This will undoubtedly serve slightly to prevent this 
wear, in that it will lessen the deflection between ties, there- 
by preventing a changing of direction in the wheel. 

However, suppose we were using pine cross-ties, and found | 
that the base of rail was cutting into the ties very badly. 
Should we inthis case increase the size of ties or use a 
tougher timber? It seems to be a somewhat parallel case, 
when we find the rail wears in waves, principally because of 
lack of uniform material in the head, to strengthen them by 
increased section. I am inclined to think that with the same 
or softer material in the head of the rail the larger the head 
the softer the steel, other things being the same, the greater 
the depth of wave will be, and that it will be true economy to 
use a comparatively small rail of carefully made and tem- 
pered material. I know of a case in which a 56-lb. English 
rail outlasted two 67-lb. rails of American make, and is good 
to outlive another 67-lb. American make. 

Having studied the wear on rails in general, we are now 
prepared to take up wear of splices and rail ends, and the 
breaking thereof. In observing a joint made of angle-bars. 
we find that the rail is mashed slightly from A to B, and 
greatly from B to C, the greatest depth of mash being near 
D on the edge of tie, or between D and C, the rail being 
mashed less at B than at E and D. We shall see that the rails 
are bent downward from A to B and from C'to B, and fur- 
ther, there is an additional bend m the rail from F to K and 
G to K, and where the bolt-holes F and G are 8 in. apart, 
that the ends of rails, acting as a wedge, have forced the up- 








per edges of the splice outwardly between F and G, while 
this is not the case between H and F and Gand J; that the 
wear on the upper surface of the splice is appreciable above | 
F and G and increases quite rapidly from F and G toward K. 

Again, when this splice is placefl in a testing machine with 
weight at B, the rails deflect more rapidly than does the 
splice. Again the rail fracture is almost invariably at N or 
Q, or at corresponding points on the other rail, just where 
the greatest elongation of fibres takes place, owing to the 
two distinct rail bends menticned above. 

To repeat, we find that with central bolt-holes 8 in. apart, 
after a few months the plates, being too weak, take a per- 
manent set both outward and downward from their true posi- 
tion. By this means the fibres at K become shortened at the 
rail ends, having no support, play up and down a while until 
they finally take a set downward from F to K and G to K. 
Then the wheels running into this hole increase the trouble 
and bend the rails down over the rigid corners of the splice 
at A and C from A to Band C'to B. By this time the fibres 
at K have become much shortened. Then when one 
driving wheel is at P and the other at O, the splice bends up* 
ward over the fulcrums A and C, and the fibres at K tear 
apart. Any ordinary splice placed in a testing machine 
shows only about one-half the upward strength as it will for 
downward. To move these central bolts F and G nearer to- 
gether would prevent much of this trouble. They should at 
least be brought sufficiently close so that when the splice is 
placed in a testing machine the rail deflection will be no 
greater than that of the splice. After this distance is deter- 
mined in the testing machine, it would be well to try splices 
with central bolt-holes at different distances apart in the 
track. This only explains why so many splices can break 
from the top, whereas at first sight they should give way 
from the bottom. We frequently see it stated that splices al- 
ways break from the top. This is a mistake; there is at least 
one splice in the United States that begins breaking from the 
bottom. A section of this splice is shown in fig. 2. 

To explain why a splice of such section as fig. 1 always 
breaks from the top: Suppose in fig. 3 we take a beam of 
wood A, and at B and C hinge pieces D and E to join them 





at the points F and G with arubber band. Then compress 


rubber the same size as the piece from F' to G. Then com- 
press the pieces Hand J, The rubber F and G will elongate 
only about half as much as it did in the previous experiment 
and the rubber A will contract. Now, in the section of 
splice shown in fig. 1, there is much more material shown 
below the line of no pressure than there is above it. 

The result is that the upper member receives all the strain, 
while the lower remains rigid. In this connection, when the 
portion A of the section fig. 1 was planned off the splice 
showed stronger in the testing machine than it did when this 
metal was allowed to remain. In other words, the two mem- 
bers of the splice were more nearly equal in strength, and 
hence the splice was stronger. If, however, we refer to fig. 
2, we see the reverse. that the upper member is the strongest, 
and hence the lower member yields first. At first sight it is 
comparatively an easy matter to give the tension and com- 
pression members nearly the same amount of material. How- 
ever, the more one tries this the more will he come to the con- 
clusion that mathematical analysis will never give him the 
correct position of the line of no pressure and that it is purely 
a question of making splices of different sections and trying 
them in the track. In fig. 4 is shown the section of a splice 
that rarely breaks, but does so from the top. Of course, we 
could decide where the line of no pressure for the splice alone 
comes, or where it is for the rail alone. But when we com- 
bine the two structures and remember that bolts are some- 
times tight and sometimes loose, that joints are sometimes 


| high and low, it is impossible to obtain this line. 


Suppose we have gotten the central bolt-holes, as well as 
the others, the right distance apart, and have the tension and 
compression members equal in strength, and have the up- 
ward and downward strength of the splice the same, we 
shall still have quite a large portion of the mash that takes 
place on top of the rail tocontend with. Suppose we were 
making a carriage drive, and were to place stones 12 in. 
apart in just such a position that the wheels were to run over 
them, and then fill between these stones with pebbles, we 
would soon find that the pebbles would yield, while the stones 
would remain rigid, and it would make very rough riding. 
Now, this is just what we do with the splice. From M to EF 
the rail is supported by the tie, and, in addition thereto, we 
have introduced the portion of splice H F, between the base 
and head of the rail, thus making the rail much stronger 
at the web than at any other point. We have 
already seen that the support afforded by the cross 
tie caused a depression in the head of the rails, and that this de- 
pression is largely increased by a guard-rail chair on the out- 
side of the rail. In the case of the joint we have the support 
afforded by the tie, and in addition thereto a support equal to 
at least three guard-rail chairs. At present the wheel in its 
passage encounters at A EF the most rigid spot on the track, 
then passes over a portion E D only about half as strong as 
the rail itself, and immediately reaches a very rigid portion 
DC. The similarity between this and placing stones 12 in. 
apart in the driveway is complete. To bevel off the splice 
as shown by the dotted lines in fig. 5 would in effect 
be removing the stones from our driveway. In other 
words, the rigidity of the rail will be more nearly 
continuous. After this splice is beveled off as shown, if the 
weight be applied at B and the splice bend downward, the 
rail, instead of bending from A to Band C to B over therigid 
corners A and C, will have a more gradual bend, perhaps 
from B to M, and the shock of the wheel will not be so great. 
Again, when the wheels are at P and O, the rails, bending 
upward over the ties at 2 and y, instead of the fulcrums A and 
C, will move upward less at K if the splice be bevelled off, 
thus lessening the chance of tearing at K. 

If any one who does not believe in this idea will sit by the 
track several days and watch the movement of the rail and 
splice up and down over the corners A and C' under the pas- 
sage of a train, he will be convinced that it is at least worthy 
of trial. The writer does not claim any originality for this 
idea; it was suggested to him by a track foreman. 

BR. R. B. 








The Central Pacific Railroad. 


PLYMOUTH, ENGLAND, May 20, 1885, 
To THE EpIToR OF THE RAILROAD GAZETTE : 

Since writing last I received a newspaper containing a copy 
of the lease to the Southern Pacific Company, and perhaps you 
willallow me space fora few further remarks. 

Iam a large shareholder in this company, and have been on 
the register for several years. I also hold a large amount of 
stock which has not been registered in my name ; one-half of 
the stock I hold I purchased at over 90, the other half about 
40, and I have never sold a single share. 

Up to this time I have received no intimation from the 
Central Pacific office that such a lease has been granted, and 
although it is dated Feb. 17, 1885, Mr. Huntingdon, in writ- 
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ing to me March 11, 1885, does not mention it ; but he con- 
cludes his letter with these significant words: ‘* We conceive 
it to be our duty to hold strictly to the line of giving or with- 
holding information to all stockholders alike, either by 
official communication or through the public press.” How 
any board of directors can consider it to be their duty to 
withhold such important information from their shareholders, 
I cannot conceive : if they had said interest, it would be 
more intelligible. 

Isee that one pretext for leasing the Central Pacitic to the 
Southern Pacific Company is that ‘‘ the Union Pacific Rail- 
way Company has secured the control of the road known as 
the Oregon Short Line, and thereby secured an outlet to the 
Pacific other than over the Central Pacific Railroad, and 
thus in that respect placed itself in opposition to the interests 
of the Central Pacific.” On this point I should like to re 
mark that, feeling very uneasy at the continual fall in the 
price of the Central Pacific stock, and apparently without 
any reason, I wrote the President on Dec. 17, 1883, and on 
Jan. 9, 1884. Mr. Towne wrote that ‘‘ the Governor has been 
absent from California for more than a year, which is the 
reason for your not hearing fromhim. You ask if we can 
tell the cause of the great fall in Central Pacific stock, and if 
there is anything in our relations with the Union Pacific to 
cause alarm. Everything is going on smoothly and harmo- 
niously between the Union Pacific and our company ; there- 
fore, this cannot be one of the reasons for the depression in 
stock. My impression, however, is that it is caused by the 
general depression which is affecting nearly all the stocks on 
the board.” 

It appears to me that the reason why the Union Pacific 
Company has secured the control of the Oregon Short Line 
is that the Central has refused to carry through traffic over 
its line except at local rates, and that it has diverted 
through traffic from the Union Pacific by sending it over the 
Southern lines, 

I have always looked upon the Central and the Union Pa- 
cific as forming parts of the best transcontinental road, and 
this seems to have been until recently the opinion of the di- 
rectors, for in their report to the shareholders, dated June 1, 
1883, they say: ‘* The apprehension which seems to have 
been felt by some stockholders that the completion of other 
transcontinental lines may in time seriously affect the earn- 
ings of the lines owned by this company, does not appear to 
your directors to be well founded.” 

Considering that out of ** the total length of the roads 
owned by the Central Pacific Railway Co. main line and 
branches as operated 31st December, 1883” (I quote from the 
report), 1,215.14 miles, no less than 883.23 miles represented 
the main line from San Francisco to Ogden, it must be to the 
interest of the Central Pacific to be on terms of the closest 
alliance and friendship with the Union Pacific, and I could 
well understand that it would be to the interest of the Cen- 
tral to lease its road to the Union Pacific for a long term of 
years or in perpetuity: and also that it would be equally ad- 
vantageous to the Union to guarantee a good dividend to the 
Central Pacific in respect of such a lease. 

The present lease is most unfair to the Central, its clauses 
are most obscure and contradictory, and the dividend of 
$1,200,000, which is not payable until the first Monday in 
May, 1886, absurdly inadequate. It is true that provision is 
made for a further additional dividend to be paid if earned ; 
but I for one have no expectation that any such additional 
earnings will be shown. 

It appears to me that Messrs. Stanford, Huntington and 
Crocker have betrayed us and sacrificed our interests, and I 
am utterly at a loss to understand how the laws of any 
country can allow such a transaction to be consummated be- 
hind the backs, and without the consent of. the shareholders: 
but I am more astonlshed that public opinion in the United 
States does not render it impossible. W. L. Martin. 





The Preservation of Timber. 





The following summary of the report of the Committee of 
the American Society of Civil Engineers on the Preservation 
of Timber has been issued. The report itself which is quite 
voluminous, will be presented at the approaching convention 
of the society at Deer Park, Md., June 24, but it is announced 
that any person desiring to discuss the subject, and inform- 
ing the Secretary that he wiJl do so, will be furnished with 
an advance copy of the report, whether he be a member of 
the society or not. 

After a brief statement of the labors of the committee and 
of the evident necessity for the introduction of preserving 

rocesses on account of rapidly diminishing supplies of tim- 

r, a short history of the progress of the art is given. show- 
ing three principal methods of working, viz. : 

1. rm ae 

2. Vital suction or hydraulic pressure. 

3. Treatment in close vessels by steaming. vacuum, pres 
sure, &c, 

The experience in the United States is given in five tables. 
comprising the results, more or less conclusive, of 142 authen- 
ticated trials or experiments. In each case these are referred 
to at mere or less length in the text, sufficiently to give the 
reasons for success or failure, and the lesson taught. The 
five heads corresponding to the tables are: 

1. Kyanizing, or use of corrosive sublimate. 

2. Burnettizing, or use of chloride of zinc. 

3. Creosoting, or use of creosote oil. 

4. Boucherie, or use of sulphate of copper. 

5. Miscellaneous, or use of various substances. 

Of the first, Kyanizing, it 1s stated that an absorption of 
four or five pounds of corrosive sublimate per thousand feet, 
board measure, is considered sufficient, and it would now 
cost about $6 per 1,000 ft. It is not recommended except in 
situations where the air can circulate freely about the wood, 
as in bridges and trestles, but in very damp locations (as for 
tiés when in wet soil and es its success is doubtful. 
Its cost when first used led to cheating, which for a time 
brought discredit upon it. 


Burnettizing the committee do not consider the best, 


adapted to use where the timber is exposed to the washing 
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action of water (as this removes the preservative): but, on 
account of its cheapness, it is probably to be preferred at the 
present time to any other process for the preservation of rail- 
road ties. The Wellhouse, Thilmany and other modifications 
of the process aim at making the chloride insoluble, but are 
yet on trial. This process has been largely and successfully 
introduced in Germany. Experience shows the life of soft 
wood ties to be doubled and trebled by its use. Its cost in 
this country is about $5 per 1,000 ft.. board measure, or 20 
to 25 cents per tie, and for the latter purpose the committee 
particularly recommend it. 

The work must be well done; but some of the failures were 
from doing it too well; that is, from using solutions of too 
great strength, thus making the timber brittle. 

A solution of 2 per cent., by weight, of chloride of zinc in 
water, is recommended. 

Creosoting, ov the injection of timber with hot creosote oi! 
in a cylinder under pressure, is considered to be the very best 
process which has been fully tested, where expense is not 
considered. It is as yet the only one known which is sure to 
prevent the destructive attacks of the teredo or other marine 
animals, and to give absolute protection against decay in 
very wet situations, It is a somewhat expensive process, 
requiring for protection against the teredo from 10 to 20 
pounds per cubic foot of timber, and costing from 312 to $20 
per 1,000 feet, B. M. For resisting decay alone a cost of 310 
to $14 is sufficient. 

The Boucherie process, in which green timber is impreg- 
nated with sulphate of copper either by vifal suction, hy- 
draulic pressure or a vacuum, when wal done, using a solu- 
tion of 1 pound of sulphate to 100 pounds of water, has proved 
fairly successful. 

Under the head of ** miscellaneous,” are classed 41 experi- 
ments with almost as many substances, sulphate and pyrolig- 
nite of iron, lime, resin, oil, tar, etc., but with as yet no 
commercial success. 

The general principles laid down are, to select the process 
with reference to the subsequentexposure. Use open-yrained, 
porous timber. and for that reason in general the cheaper 
woods. 

Extract the sap and water to make room for the material 
to be injected, natural seasoning, except for the Boucherie 
process, being very desirable. Steaming takes the place of 
seasoning. ; 

Use enough of the antiseptic to insure a good result, and 


then let the timber dry before using, as its durability will | 


thus be increased. Do not hasten the work if it is to be well 
done. Protect ties or timber in the track as far as may be 
from water by drainage. 

Contract only with reliable parties of established reputa- 
tion, under a skilled inspector, who must be in constant at- 
tendance when the magnitude of the order warrants. 

There is at the close a discussion of the question, Will any 

reserving process pay? This is answered in the affirmative. 

he Chairman of the Committee givesa careful estimate in 
one of the appendices in an actual case in this country: 
another general estimate is given based on European ex- 
perience, and three other separate appendices give different 
methods of examining the question of economy and comparing 
values. 

Other appendices (to the number of 20 in all) treat of 
the general question of destruction and conservation of 
forests, and give reports of the personal experience of a num- 
her of engineers, with methods pursued, apparatus used, etc. 








Standard Guard Rail.—Pennsylvania Railroad. 

This engraving is peculiarly one for which the convenient 
editorial formula may properly be used, that ‘‘the engrav- 
ing itself is so clear as to require no further explanation.” 
The difference in gauge of !4 in. on the Pennsylvania system 
has required the standard distance between flanges to exceed 
by \ in. that which has now become the standard elsewhere 
(4 ft. 43¢ in.), but, it will be seen, does not require it to ex- 
ceed the maximum of the limits of variation (514 to 5'¢ ins.), 
which have been already adopted by the Master Mechanics’ 
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Association, and which will be recommended for adoption by 
the Master Car-Builders’ Association at the ensuing conven- 
tion. 








Competition of the Mexican Central with the Mexican 
Railway. 





At the annual meeting of the Mexican Railway Co. in 
London, May 27, Mr. T. C. Sandars, the chairman, said in 
his speech to the shareholders : 

The competition to which the opening of the Central Rail- 
way has exposed us is cf twokinds. ‘There is the competi- 
tion for the American trade, and there is the competition for 
| the European trade. Fora portion of the American trade 
| such a railway asthe Central, which is in connection with 
|the American system, offers a natural inlet of imports 
into Mexico. For another portion of the American 
trade, where the centres of American production 
are near the American seaboard, Vera Cruz _ offers 
natural advantages. The Central Railway endeavors by the 
offer of low rates to attract to its benefit that portion of the 
American trade which would naturally pass through Vera 
Cruz. To meet this reduction of rates we also have been 
obliged to reduce our rates on such articles as cotton, petro- 
leum, machinery and iron, which reach Mexico from the 
United States. We have not made our reductions all at the 
same time, nor have we made them ata uniform rate. We 
have studied article by article what to do, and when to do it: 
but some idea of the general character of the reductions 
made may be gained when I say that on many articles we have 
reduced our charges from 854 to 840 per ton. For 
the European trade it might have been thought al- 
most impossible that the Central Railway should 
compete with us. From its point of nearest con- 
nection with the sea it has partiy to convey itself, and partly 
to get conveyed over American lines, the goods it seeks to 
attract from Europe over a distance of upward of 2,000 
miles to Mexico, while our distance from port to capital is 
only 260 miles. To overcome this disadvantage of distance 
the entral Railwav offers rates which it is enabled to offer 
by adopting, and by getting the lines in America connected 
with it to adopt, that system of cutting rates which is one of 
the most extraordinary features of the current history of 
American railway enterprise. As to what will be the conse- 
quences, and what will be the duration of a system which 
in many instances must mean the carrying on of business 
| at a positive loss, I will not venture to offer an opinion. We 

hese have nothing to do but with our own business, but when 

we come to contemplate the competition which we now en- 
dure, or may have to endure, we find ourselves beset with 
‘one special difficulty. What we want is to keep the trade of 
| Vera Cruz to Vera Cruz, but we cannot do this unless Vera 
| Cruz will help itself, and Vera Cruz weights heavily its own 
| business. It insists on exacting heavy landing charges, and 
| it insists on imposing local dues quite apart from the national 
| custom house duties. Some years ago, seeing in these high 
| landing charges of Vera Cruz a serious impediment to Mexi- 
| can commerce, the government of Mexico obliged our com- 
pany, when it was rearranging some of the articles of our con- 
cession with us, to build a pier at Vera Cruz, over which we 
were to take imports at a most moderate charge, but we have 
never been able to use this pier for the purpose for which it 
| was mainly intended. We could not take goods over our 
| pier, take them to our station, and take them up to Mexico 
unless they passed through the Vera Cruz custom house, 
and we have never been able to get custom house arrange- 
ments made which will permit of our using the pier 
as it was meant to be used: the consequence is the Mexi- 
can nation has scarcely got any benefit by the 
pier which it ‘forced us to make, and we are our- 
selves losing £7,000 a year by having to maintain it. 
The attention of the government, of Vera Cruz itself, 
and of the whole nation, has recently been-most urgently di- 
rected to the great difficulties which are thus placed in the 
way of the trade of Vera Cruz, and I hope that before long 
it may be arranged that by the use of our own pier, and the 
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way to carry on its business properly. We on our part shall 

be willing to help by a reduction of our rates, and we can 

only trust that by these combined efforts the business of Vera | 
Cruz may be put on a sound and lasting basis. It is true that | 
the competition of the Central Railway is not the only source | 
of competition which we may some day have to face. If the | 
National line was completed it would have a line from the sea 

to the capital much shorter than that of the present Central | 
Railway. Again, if the Tampico line were completed, the | 
Central, to which it beiongs, would have a much shorter line 

than the National line has now, but it is most difficult to un- | 
derstand how, with the present trade of Mexico, all these | 
competing lines could possibly live. To make them pay, there | 
must be a large increase in the trade of Mexico, prt in that | 
case the port of Vera Cruz would be in possession of a trade | 
much larger than that of Mexico is now. 


At this meeting, also, Mr. Wm. Abbott, a prominent Lon- 
don broker, who was active in ‘*‘ booming” Mexican Railway | 
shares a few years ago, said on this subject : 


With regard tothe other competition, the Mexican Cen- 
tral and the National, all the capitalists of this country have | 
to do is to refuse to accept the securities here. The people in 
Boston who made that Central line and are interested in the 
National are staggering under the stock and, of course, are 
doing their utmost to make it appear that a large amount of 
freight has Leen carried over that line and to make English cap- 
italists suppose that that traffic is carried ata profit. It is car- 
ried at an absolute loss—(hear, hear)—and how long, as the 
Chairman pointed out, that absolute loss in working expenses is 
to go on without the line coming to grief, is a question of very | 
small calculation. The National line to which the last speaker 
referred is not, I think, likely to be a very serious competitor 
tous. The credit of the company is not sutficient to attract 
to it sufficient capital to complete that line, and if you re- 
member, our late Chairman, Mr. Crawford, spoke of the 
magnificent schemes which were in contemplation with re- 
gard to the harbor of Tampico, and that when completed a 
very serious competition might be expected. But they are 
not completed, and as I pointed out at the time, if they have 
not money to complete the railway, they certainly cannot go 
in for experimental works in building harbors and rendering 
the trade of the seaport at all effective. SoI think the dis- 
mal prospect held out by the last speaker need not have the 
slightest effect upon your minds. 


diminution of its local duties, Vera Cruz may be put in a fair | 
| 








New 30-Inch Drill Press. 


The tool illustrated herewith, manufactured by Messrs. | 
Gould & Eberhardt, of Newark, N. J., is designed to embody | 
a few more steps in the process of making machines do every- 
thing but think, and more or less of that. The special feat- 
ures claimed as new in it are : 

1. A speed-index to the cone, as shown in the engraving 
showing the proper speed to use in ordinary work for each 
size of drill. 

2. A simular speed-index to the feeding-device, not so dis- | 
tinctly shown, indicating at once the proper feed to use in 
ordinary work. 

83. Anautomatic feed either up or down, entirely inde- | 
pendent of the drill spindle or cone shaft, so that changing | 
one does not affect the other. The manner of doing this is 
claimed to be especially new and good. | 

4. Arranging the back gears so that a single movement | 
simultaneously releases the coue and engages the gearing. 

Other minor features on which less stress is laid but which | 
are still deemed useful improvements are: 

5. Constructing the barrel wherein the spindle revolves | 
square and long, using the four sides of the barrel for rigidity, | 
and allowing sufficient space each side of the rack. 

6. Providing the end of the spindle which holds the drill] 
with a hardened steel sliding plug, having a concave slot | 
milled in it, which serves to carry the drill, and also to force | 
it out of the spindle when struck with a hammer or mallet. 

7. The T-slots in the table are of such a size as to admit, | 
any standard square-headed bolt with no occasion for having | 
special ones forged. 

The manner of obtaining the independent automatic feed, 
by a friction disk agaiust which a vertically adjustable fric- 
tion wheel bears, is very clear from the engraving as also 
the square spindle barrel, sliding plug and other features men- 
tioned. 








Fluctuations of Rainfall and Floods. 





It is often a matter of serious moment to engineers and 
railroad men to form some idea as to whether there is any 
approach to a law underlying the seemingly lawless occur- 
rence of floods. That there should be something of the kind 
is intrinsically reasonable, and a recent paper of Mr. Des- 
mond Fitzgerald, C. E., before the American Society of 
Civil Engineers, on the rainfall for the past 32 years at 
Lake Cochituate, which supplies Boston with water, seems 
to afford some evidence that there is such a law, and even 
enables us to get some idea of what it may be. 

We reproduce from the diagram fig. 1 herewith, showing 
the average total rainfall per year for 32 years. It isat once 
clear that an average line may be sketched having its lowest 
point about 1855, its highest point about 1868, and its lowest 
point again about the present time. This corresponds with 


| fluctuations do occur. 





observations extending over longer periods at other points, 











NcW 30-INCH 


which always show the same fluctuations, although the ob- 


| servations have nowhere been carried on over a sufficient pe- 
| riod of time to determine the precise law of secular variation, 


or even if there be any law to the undoubted fact that secular 
This much, however, is clear, that 





os 
Fig,. 1. 
Total Annual Rainfall in Inches at Lake Cochituate, Mass. 
For each year from 1852 to 1883. 


we are now at or about the point of minimum probable rain- 
fall, and that the average may be expected to increase for a 
number of years, a fact of interest and importance to re- 
member in designing structures. It does not, of course, fol- 
low that the greatest single floods of a long period may not 
occur in years of minimum total rainfall, but the probabili- 
ties are against it. 

The averages by months are shown in fig. 2, and afford 
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Fig. 2. 


Total Monthly Rainfall in Inches at Lake Cochituate, Mass. 
Average of the 32 years, 1852-83. 








DRILL PRESS. 


similar, and much stronger, evidence that there is some ap- 
proach to a definite law in the irregular distribution of rain- 
fall between the various months of the year. August, No- 
vember, March and May seem to be the months of heavy 
rainfall in all years and in all localities in New England. In 
New York the general law is the same, but the excess of 
August and May over the other months is more decided. The 
interesting and quite full data establishing the persistency of 
these general tendencies at all times and places we cannot at- 
tempt to give. The general law for the whole Atlantic sea- 
board is much the same. 








Engine Whistle for Passenger Service. 


The accompanying engraving is republished from the Rail- 
road Gazette of June 5, where detail drawings and a de- 
scription were given of the ‘* Single-Ball Chime Whistles ” in 
use on the passenger locomotives of the Chesapeake & Ohio 
Railway, by means of which passenger trains are easily dis- 
tinguished from freight by the sound of the wuistle when 
thetrainis out of sight. These chime whistles are manu- 
factured by the Crosby Steam Gage & Vulve Co., of Boston, 
who are sole owners of the patent, and this republication is 
made in order to correct an erroneous statement made last 
week on information derived from the railroad company 
which furnished the drawings. 

As is seen from the engravings, the bell of the whistle is 
divided vertically into three compartments by radial parti- 
tions. Each compartment is of a different height and conse- 
quently gives a different note. The theory of the whistle is 
that these different notes will blend in one harmonious whole, 
so that a passenger train may be easily distinguished from a 
freight by the sound of the whistle when the train itself is out 
of sight, and some distance off. 

This whistle appears to be a considerable improvement on 
the ordinary style, and the fact that the approach of a passen- 
ger train can be distinguished from that ofa freight is very 
convenient to passengers waiting at stations. Weunderstand 
that the whistles are in use on other roads, and that they are 
so much liked wherever they have been iaétroduced, that their 
use is rapidly extending. 








TECHNICAL. 


Locomotive Building. 

The Raleigh & Gaston shops in Raleigh, N. C., have recently 
completed a new passenger engine for the road. 

The Rhode Island Locomotive Works, in Providence, have 
just completed an order for 30 locomotives for the Brooklyn 

levated road. They are now building 10 heavy ten-wheel 
engines for the Chicago, Milwaukee & St. Paul, and 6 _ 
senger engines for the Chicago, St. Louis & Western road. 
The Chicago, Rock Island & Pacific shops, in Chicago, 
have just completed a heavy passenger engine for the use of 
the road. 





The Car Shops. 


At the annual meeting of the stockholders of the Rochester 
Car Wheel Works in Rochester, N. Y., June 4, it was re- 
solved to increase the capital stock of the company from 
$60,000 to $100,000. The company has recently purchased 
13 acres of land adjoining the New York Central tracks in 
East Rochester, and plans have been adopted for a new foun- 
dry building to be erected there immediately. The new 
building will be extensive, in order to provide for the increas- 
ing business of the company. The following are the officers 
of the company for the ensuing year: President, William H. 
Barnum; Vice-President, William K. Chapin; Secretary and 
Treasurer, Charles T. Chapin. These officers, with Milo B. 
Richardson and Charles W. Barnum, constitute the board of 
directors. 

The Jones Car Works in Schenectady, N. Y., have been 
leased to the New York Central Sleeping Car Co. for one 
year, with the privilege of purchase at the end of the lease, 
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The Sleeping Car Co. intends to use these works for all the 
repairs required to its cars and also for the construction of 
new cars, and the work now done in the Buffaio repair shops 
will be transferred to Schenectady at once. The New York 
Central Sleeping Car Co. has also leased the buildings erected 
some two years ago for the McQueen Locomotive Works, 
which have never been stocked with machinery. These 
buildings, which adjoin the car works, are extensive and can 
easily be arranged for the company’s purposes. 

The Cumberland Valley shops in Chamberhure, Pa., are 
building five passenger cars for the road, the first of them 
having just been completed. These are the first new passen- 
ger cars ever built in these te 

The car works at York, Pa., have changed hands, the new 
oroprietors, Messrs. Gotwalt & Berry, having formerly been 
fi yremen in the shops. The works have started up with a num- 
ber of orders on hand, 

The LaFayette Car Works at LaFayette, Ind., have shut 
down for the present, but it is expected that the stoppage will 
only be temporary. 

The Laconia Car Co., in Laconia, N. H., is building four 
combination baggage and smoking cars for the Boston, Re- 
vere Beach & Lynn road. 

Tron and Steel. 
The Cherokee Iron Co. at Cedartown, Ga., has completed the 
rebuilding of its blast furnaces. The stack has been enlarged 
and relined, and new engine and blowing machinery put in, 
and other improvements made. The furnace will go into 
blast very shortly, and will hereafter use coke instead of 
charcoal for fuel. 

Merion furnace, at Conshohocken, Pa., which has just been 
undergoing repairs, will go into blast in a few days. 

The Allentown Furnace Co. is to be incorporated, to take 
and operate 5 blast furnaces of the Allentown Iron Co., at 
Allentown, Pa. 

The second furnace of the Franklin Iron Manufacturing 
Co. at Clinton, N. Y., went into blast June 6. 

The Western Forge & Rolling Mill Co. is building new 
mills in East St. Louis, Ill., and expects to make bridge iron 
work and iron and steel forging and railroad supplies. 

The Pittsburgh strike continues without any very important 
change, although several mills have signed the schedule, and 
there are some indications of weakening on the part of the 
manufacturers. 


Manufacturing and Business. 


The Patent Metallic Weather Strip Co., maker of Browne’s 
metallic and rubber weather strips, has moved its office and 
warerooms from No. 924 Broadway, New York, to more 
commodious quarters in Booth’s Theatre building, corner of 
Sixth avenue and Twenty-third street. The increasing de- 
mand has obliged the company to secure more room. 
sides the original single-edge or flat strip—which is still con- 
sidered best for railroad purposes—the company makes the 
new metal cushion strip. 


The Rail Market. 


Steel Rails.—The market is quiet and steady with a fair 
amount of business, although no large orders are reported. 
Quotations continue at $27@$28 per ton at mill for ordinary 
sections and $31@$32 for light rails. 

Rail Fastenings.—Quotations continue nominally at 1.80@ 
1.90 cents per lb. for spikes in Pittsburgh; 2.40@2.80 cents 
for track-bolts, and 1.60@1.70 cents for splice-bars. Demand 
continues light. 

Old Rails.—Old iron rails are somewhat scarce, and are 
quoted at $17.50@$18 per ton at tidewater. Few sales are | 
reported, as buyers seem unwilling to give over $17. Old! 
steel rails are quoted at $16.50@$17.50 per ton in Pitts- | 

urgh. 
American Society of Civil Engineers. 
A regular meeting was held at the rooms in New York, May 
20, Mr. J — P. Davis in the chair. 

The Loy “= y C. C. Schneider, on the Cantilever Bridge at 
Niagara Falls, was discussed by Messrs. Christie, T. C.Clarke, 
Cooper, Gayler, Goodridge, Hawks, Macdonald, Marshall, 
Morison, Frederick H. Smith, Henry W. Wilson, Joseph M. 
Wilson and Schneider. 

The discussion on this paper will be contined at the ap- 





proaching convention of the Society at Deer Park, Maryland, 
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SINGLE-BELL CHIME LOCOMOTIVE WHISTLE. 


a number of members of the Society having signified their 
intention to present discussions at that time, and therefore an 
abstract will not be issued until the discussion is completed. 

The paper by George H. Pegram, Formulas for the 
Weights of ieee and Steel Railway Bridges under Standard 
Specifications, was discussed by Messrs. Becker, Hughes, Hut- 
=. Cooper, Macdonald, Whittemore, Joseph M. Wilson and 

egram. 

It is probable that additional discussion upon Mr. Pegram’s 
paper will be offered at the approaching convention. Anab- 
stract of the paper would hardly convey sufficient informa- 
tion, and therefore has not been presented, but an advance 
copy of the paper will be sent directly to any person signify- 
ing to the Secretary his intention to discuss it. 

At the meeting on June 3, President Graff in the chair, the 
death, on May 30, of Mr. M. T. Seymour, F. Am. Soc. C. E., 
was announced, 

The paper by Eliot C. Clarke, Records of Tests of Cement 
made for the m Drainage Works, 1878-1884, was read 
and discussed. This paper is included in the Transactions 
already issued. The discussion will be continued at the con- 
vention. 

Engineers’ Club of St. Louis. 
Club met in St. Louis, May 27, President Moore in the chair; 
16 members and 7 visitors present. Jos. T. Monell was elected 
a member. 

A motion to hold a meeting of the Club Wednesday, June 
10, was carried. 

Wm. H. Bryan read a paper on Long and Short-Stroke En- 
gines, in reply to a recent publication. The relative value of 
these two types of engine is now being widely discussed. 
While the long-stroke engine has done much for the advance- 
ment of steam engineering, and has heretofore been consid- 
ered the ideal, he argued that it must now share the honors 
with the short-stroke engine, on account of less first cost, 
interest and depreciation; less 7 occupied ; — regu- 
larity of — less friction and liability to brea ; and at 
least equal fuel economy. Mr. Bryan claimed the total eco- 
nomic advan are on the side of the short-stroke engine. 
The Reynolds-Corliss was taken as the type of the long-stroke 
pang and the Armington & Sims engine as the type of short 
stroke. 

ae paper was discussed by Messrs. Baker, Alderdice and 
others, 

Mr. W. H. Alderdice read a paperon The Use of Diagrams 
in Designing Compound Engines. The paper gave very com- 
plete mathematical discussion of the subject with blackboard 
illustrations. It was discussed by Messrs. Johnson, Baker, 
Moore and others. 

Capt. J. H. Willard of the Mississippi River Commission, 
was present, and gave some interesting facts concerning com- 
pound engines on Western river steamboats. Adjourned. 


Awards at the New Orleans Exhibition. 
The Ingersoll Rock Drill Co., of New York, made a fine 
exhibit of its rock drills, air compressors and other mining 
machinery at New Orleans. The exhibit received the highest 
honors in its department, having been awarded three first 
prizes ; being gold medals for rock drills, the best air com- 
pressor, and the best general display in this department. 
Prizes Offered. 
The German Society of Mechanical Engineers offers a prize 
of 1,000 marks ($243) for the best plan for a boiler shop in 
which 16 locomotive boilers could be built at once, and a 
prize of 300 marks ($73) for a treatise on the best method of 
fastening tires to the wheels of railroad rolling stock. 
A New Block Signal. 

We had the pleasure Sunday of examining an entirely new 
block railroad signal, the invention of our ingenious townsman, 
Engineer William Heident! He has occupied the spare 
minutes of an entire year in puss the signal, and it is 
now placed in position in the yard in this village, just above the 
Germantown crossing. The invention has not been patented, 
and we are therefore not at liberty to describe its workings 
in detail. Suffice it to state that it works to perfection, and 
every railroad man who has inspected it states that it is the 
most perfect railroad signal ever invented. The signal works 
on the principle of gravitation, and does not are any at- 
tendance whatever. A piece of iron about 2 in. square 
is located outside the rail, and when a train passes over it the 





danger signal is at once displayed. This signal can be so 
arranged that it will show *‘ yo ee for any Sequiced 
of time, all the way from 1 to 20 minutes, at the 
of the time for which it is set ceenaing back to the a 
nal. The signal cannot be tampe th by an employé, for 
if it is touched at all it will show the danger signal. Another 
admirable point about it is an attachment for the benefit of 
careless flagmen. The signal shows a letter on a disk in front 
of the signal, and as the letter can be changed at will, a flag- 
man who is sent back to flag his train must obtain the letter, 
yee it is proof positive that he has not performed his 

uty. 
The signal has been in operation in the yard here for three 
weeks, and has given the best satisfaction. When we state 
that it is operated by means of a small tin tank filled with 
alcohol, it will be the more amazing to railroad men who 
have not had an opportunity to see its workings. We under- 
stand that the Erie officials have made a thorough test and 
——— of the new signal.—Port Jervis (N. Y.) Gazette, 
June 8. 

The Fast *‘ Limited” Trains. 


The Official Guide for June says: ‘‘We noted in our last 
issue the time between New York and Chicago, made by the 
Limited Express of the Pennsylvania Railroad, as being the 
shortest we had ever recorded between those cities. The 
same time is now made » 4 the Special South Shore Express 
running over the New York Central & Hudson River an 

the Lake Shore & Michigan Southern railroads. For the 
purpose of comparison, we publish herewith schedules of both 
trains, naming only the points at which stops are made, with 
the exception of South Chicago. The fast run of both trains 
practically ends at South Chicago. The ‘ongest run made 
without stopping is between Albany and Syracuse, 147.5 
miles. Eleven intermediate stops (counting Jersey City) are 
made by the Limited, and eight by the Special. The fastest 
average time between stops is made by the Limited, between 
Jersey City and Philadelphia, the being 45.5 miles per 
hour, and by the Special, between Syracuse and Rochester, 
the speed being 42.6 miles per hour. The average running 
time between the Grand Central Depot and South Chicago 
is 39.34 miles per hour, and between Jerse City and South 
Chicago 37.33 miles per hour. The recorded time lost by 
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stops by the Special sums up 55 minutes; by the Limited, 47 
minutes, no allowance being made for the stops at Allegheny 
and Archer avenue. 
‘For other comparisons we refer to the schedules as 
printed.” 
SPECIAL SOUTH SHORE EXPRESS VIA NEW YORK CENTRAL & HUDSON 
RIVER AND LAKE SHORE & MICHIGAN SOUTHERN RAILROADS. —__ 
































| =] 4 } 
| 2 ioe Time lost 
Stations. | g 2 £22) Schedule. ae | at sta- 
| @2iSec ” tions. 
| *@ ao? 
Leave New York...) 0 |...... | DeBD BR. GB | ondc.sccsvcrdice.deecce 
Arrive Albany. ...| 142 142.0 1:10 p.m.) 3h, 20m 5 min 
Leave Albany,.....| 142 |...... al ROE Ra 
Arrive Syracuse....| 289.5' 147.5 4:50 “ sh. 35m 5 min 
LeaveSyracuse....| 289 5).. ...| 4:55 |... cece eee lee eseeeeee 
Arrive Rochester..| 370.3) 80.876:45 “ *Lbh.50m.| *5 min 
Leave Rochester ..'370.8)......, 6:50 “ eebeeassne Takeaaten . 
Arrive Buffalo. . | 433.3) 69.0 8:35 “ 1Lh.45m.)... .... 
By Central Time, .... .\..-+++ [ee ee lessens sees 10 min. 
Leave Buffalo...... | 439.3! ..... we  Usaeetecnsaee lecuenies 45 
Arrive Erie..... ..| 527.3, 88.0, 9:55 “ | 2h.10m. 5 min. 
Leave Erie.........)--0-0)---. 2/8020 ee 
Arrive Cleveland ,.| 622.3) 95.012:15a.m,| 2h.15m.) 10 min 
Leave Cleveland ..|......)-- -- [12:25 ** [ose . esse ee lees eens oe 
Arrive Toledo..... | 735.8) 113.5) 3:30 “  2h.55m.' 10min 
Leave Toledo ..... REP DE | 3: ge ee ORS lets vdusese 
Arrive El.bart ...| 8692) 133.4. 6:50 “ | 3h.20m.) 5Smin. 
Leave Eikhart..... RE Ba al RP Rees A Seeae 
Arrive So Chicago) 9583 89.1, 9:12 “ | 2h.17m.)..... .... 
Arcive Chicago ....|9704 12.1, 9:50 “ | BOER. | 2 00 cece 
Pe ss meer 970.4 25 hours, 24h.05m., 55 min 








~* Time of arrival at Rochester is assumed. Leaving time only 
is given on working table. 
PENNSYLVANIA RAILROAD CHICAGO LIMITED BXPRESS. 
| 











= = 
se 255 Time 
= | | 
StTaTIons. Ee ig %| Schedule. as lost at 
$&/\o8e stations. 
*F is? 
— = ee Sek a ae a 
Leave New York i | | 9:00 a. m.| PORE FERS 
Leave Jersey City.| 1.0 10 9:15 “ | 1S Pere 
Arrive Philadelphia) 90.6) §9611:13 “ | 1h. 58m.) 7 min 
Leave Philadelphia 90.6 ......, 11:20 6° | pigcsead Ebemsesases 
Arrive Harrisburg.| 1958 105.2) 1:55 p. m.| 2b. 35 m./ 5 min 
Leave Harrisburg. 195.8 ..... | ZOD” | vccccscnoe- | cavsecees 
Arrive Altoona ...|/3274/131.6 5:15 “ | 3b. 165m.| 5 min. 
Leave Altoona. .../ 327.4) .. ..| B22O | wee eeeeeeee [eee pete 
Arrive Pittsourgh . 444.1, 116.7) 8:30 “ | 3h.10m./ __...... 
By Central Time .....|......| 7:30 Lone egtses ce 15 min 
Leave Pi:tsburgh..| 444.1] .. ..) 7:45 |e eceesseese | cece eens 
Leave allegheny.. $45.1) 1.0, 7:55 “ yt re 
Arrive Alliance..... 527.3) 82.2)10:20 “ | 2h. 25m.) 5 min 
Leave Alliance .. |...... ...... | i Model CPOTERT OT Tee) Creer ee 
Arrive Cres'line.. | 632.9 105.6 1:25a. m. 3h. 00m.| 5min 
Leave Crestline...|............ BBD | nn cocevcee focgeccvccs 
Arrive Fort Wayne) 764.1 131.2, 4:45 “©  3h.15m.|; 5min 
Leave Fort Wayne... ..|...... 4:50 | ipseoh Kedeaehbantaveses 
Arrive So. Chicago} 899.7 135.6, 8:20 “ (3h. 30m 
Arrive Archerav...9103 10.6 8:50 ‘ SO MR. | .c0cce0.0. 
Arrive Chicago....|/912.4) 2.1) 9:00 “ | 10 m.|........+- 
| cxseemas | encesnee | cqusepsecnennes | Gimmes <siaens Hietnienereams 
TOM ....:.05 loawes 912.4 25hours. 24h. 13 m.| 47 min. 
! | 











Steam Street Bailroads. 
The London Engineering says: ‘‘ Steam tramways are taking 
reference among the public over those worked by horses. 
The two tramways between the Hague and Scheveningen—a 
fashionable seaside resort sume three miles from the former 
place—run almost side by side, the one being a horse tram 
and the other worked by steam. On Whit-Monday the traffic 
was very great on the steam line, each tram carrying from 
100 to 120 passengers, whereas the horse cars were barely 
filled, aT having no more than three to six passengers 
r journey. similar preference was shown on the North 
(Coden tramways, and it is one that continues to exist. Both 
these mt come y are worked by eather locomo- 
tive, having 7 by 11in. steam cylinders and weighing 9 
tons.” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early infa~mation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement.  Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed. 





Advertisements.— We wish it distinctly understood thut 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers.. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of ad vertis- 
ing pa patronage. 





TRUNK LINE TRAFFIC STATISTICS. 


Mr. Fink’s office is a great storehouse of statistics of 
traffic movements, much of which is not only useful 
to the railroads in their efforts to co-operate, but af- 
ford perhaps the best criterion of the general course 
of trade in this country that is anywhere attainable. 
Some of these statistics, particularly those showing 
the shipments of freight from Chicago, we have 
been accustomed to publish monthly. In 1882 
Mr. Fink had printed for the information of the Ad- 





visory Commission two tables, one showing the total | 


tonnage in 1880 of east-bound freight passing over the 
trunk lines from their western termini or points 
further west, with the quantity billed from each of 33 
different competing points, and the quantity from 
each state; and the other showing the west-bound 
freight shipped in the same year from New York, 
Boston and New England points, Philadelphia and 
Baltimore, to the western termini of the trunk lines 
and points further west, giving the tons shipped 
to each western place and _ state. These tables 
we commented on March 17, 1882, page 167 
(“Origin and Destination of Trunk Line Freight”), 
aud illustrated graphically April 7, 1882, page 208 
(‘* Western Traffic Centres”). Last year Mr. C. W. 
Bullen, Secretary of the Joint Executive Committee, 
continued and greatly expanded and improved these 
statistics, and added to them others of very great 
value, in a most convenient pamphlet, published for 
the use of the railroads in the Joint Executive Com- 
mittee. We have added some of the statistics for 
1884, and we are now able to present some of these 
figures. 

The following figures show the east-bound move- 
ment from the western termini of the éastern trunk 
lines, destined to New York, Boston and 11 New Eng- 
land points included with it, Philadelphia and Balti- 
more, of all freight except live stock and dressed 
beef, the New York Central, the Erie, the Pennsyl- 
vania and the Baltimore & Ohio reporting for 1880 ard 
1881, and the Grand Trunk also in the last three years, 
but the Lackawanna and the West Shore in no year. 
This east-bound movement has been, in tons : 

1880. 1881. 1882. 1883. 1884. 
7,484,286 8,258,834 5,487,677 5,400,211 4,680,580 

Thus we see that this east-bound movement to the 
seaboard decreased largely after 1881, though the 
movement by the Grand Trunk was first included 
there. In 1882 the movement was 334 per cent. less, 
and in 1883 34% per cent. less than in 1881—truly an 
enormous reduction. This is the largest traffic 
movement in the country, and changes in it 
have a great significance. The great reduction indi- 
cated that the country had a much smaller surplus of 
productions for export than before, In 1884, how- 





ever, both the Lackawanna and the West Shore were 
carrying part of this freight, chiefly to New York, 
but to a considerable extent also to Boston, and 
their shipments are not reported. We have shown 
heretofore, however, that the Lackawanna brought 
to New York city 4,581,770 bushels of grain 
and flour in 1883 (probably about 115,000 tons), 
and the Lackawanna and the West Shore together in 
1884 brought about 12,400,000 bushels, or 310,000 
tons. This was probably by far the larger part of their 
total through freight to the seaboard, as flour and 
grain made up 68 per cent. of the total freight 
brought to the four seaboard cities in 1883 and 674 per 
cent. in 1884; and provisions, and still more the 
higher-class freights, are harder to divert from the 
old lines than grain and flour. If we allow these 
roads to have carried other freight in proportion to 
the average, and as large a share of the New England 
as of the New York receipts. we must credit the Lack- 
awanna With carrying 227,000 tons to the seaboard in 
1883, and the two new roads with 612,000 tons in 1884. 
This doubtless is an exaggeration, but accepting it we 
shall have as the trunk line through freight to the 
four seaboard cities for the five years : 

1880. 1881 1882 1883 1884. 
7,484 286 §,258,824 5,487,677 5,637,211 3,292,580 

Thus, with this liberal allowance for the new roads, 
and none for the Grand Trunk deliveries at Boston in 
1880 and 1881, we tind an enormous decrease since 
1881. What the freights were which fell off so 
greatly after 1851 is indicated by the following state- 
ment of the tons of seventh and eighth class freight 
forwarded in each year, the seventh class including 
provisions, and the eighth flour and grain : 


1880. 1881. 1882, 1883. 1884. 


Seventh class.. 914, 318 865.522 676.791 741,929 576,857 
O° 


rv. c. of total i3 10.5 12.3 13.5 12.3 
Eighth class. ..5. _ Sid 5,592, Sy 3.579. 565 3,674, a0 3,163,458 
P. c. of total. 2.9 67 65. 68 67.6 


1114. a4 1,800, 764 1,231, 3a 


All other 993,: 382 940 265 
P. ¢. of total 14.§ 21.8 2 18.5 20,1 
Thus, of the total decrease of meal tons from 


1881 to 1882, brought by the five old trunk lines, 
2,051.241 tons (70 per cent.) was in the two great 
staples, grain and provisions, and 1,917,648 tons (67 
per cent.) was flour and grain; and of this latter de- 
crease only about 410,000 tons was diverted to the two 
new roads. 

The statistics of the live stock and dressed beef 
movement are less complete. No live stock but hogs 
is given in the arrivals at New York. Philadelphia 
and Baltimore in 1882 till April 17, and no dressed 
beef till November, and none of this freight is given 
for Boston in 1880 until after Sept. 12. As reported 
we give them, however, in tons : 

1880. 1881. 1832 1883 1884 


Cattle 573,082 623,957 538,919 591.701 507,682 
Other live stock... 252,917 286576 371,462 458,931 524,179 
Dressed beef .. ... 8,364 29.718 33,799 72,835 173,066 





re 834,363 940.251 944,1711,123,467 1,204,927 

Thus this trattic, allowing for omissions in 1880 
and 1882, has increased. A very large part of the in- 
crease in the last three years was sheep, which previ- 
ously had made an insignificant figure. The new 
roads have not carried a great deai of live stock, but 
they have had some, and some dressed beef. The dis- 
tribution of the freight shipments (other than live 
stock) among the several seaboard cities has been : 





Tons; New York. Boston. Phila. Paltimore. Total. 
1880..... 3,682,101 888,296 1,425,473 488, 376 7,484,246 
ee 3,873,608 1,822,96u 37. «#88, 258,834 
1882 ..... 2,968.119 959,716 5,487,677 

$83...... 2.773, 252 966,108 5,400,211 
1884 ..... 2.320,710 810,708 4,680,580 

Per cent 
1880° ARS 49 2 11.9 19.0 19.9 100.0 
1881 ..... 46.9 22.1 16.6 14.4 100 0 
1882. .... 54.1 17.5 16.1 12.3 100.0 
1883... 51.3 17.9 17.1 13.7 100 0 
i ee 49.6 17.3 17.5 15.6 100.0 


The apparent decrease in the share of New York is 
due to the non-inclusion of what the new roads 
brought. Our estimate of it would make the total 
receipts of the four cities in the last two years. 


Tons: New York. Boston. Phila. Baltimore. Total. 
1883.......... 2,942,252 1,024,408 921,683 738,988 5,127,511 


3864...... ... 3,780,710 962,708 816,793 732,369 5,292,586 
Per cent 

Sie 52.3 18.2 16.4 13.1 100.0 

1884 52.5 18.2 15.4 13.9 140.0 


Thus, allowing for the new roads, itseems that the 
places to which they carry have a little larger share, 
but only a little larger, than before they were opened. 

New York and Boston together have had the fol- 
lowing percentages of the total rail shipments to the 
four ports, taking the last figures as correct: 


1880. 1881. 1882. 1883. 1884. 
61.1 69.0 71.6 70.5 70.7 


But as the Grand Trunk was omitted in the first 
two years, it isdoubtful if these have as large a share 
as in 1881. 

The statement of the receipts by classes enables us 
to see what trades afford traffic to the several cities, 
though the inclusion of flour with grain prevents our 
tracing here the remarkable difference between the 
markets for the two, Philadelphia and especially Bal- 
timore receiving a very much smaller proportion of 





flour than of grain, Eighth class (flour and grain) 


made the following percentage of the total receipts of 
each of the four ports: 
1880. 1881. 1882. 1888. 1884. 


one, SEO re 65.5 66. 64.2 65.1 63.4 
RNIN ss Kecbaaicces css 67.2 63. é 63.4 70.0 69.6 
Philadelphia....... .. 78.4 46.7 61.1 65.0 66.2 
Baltimore....... .. 89.5 81.6 77.8 80.3 81.2 


Since the grain export trade has fallen off at Phila- 
delphia, its proportion of receipts of this class has been 
greatly reduced, and now it, New York and Boston 
have nearly equal shares of the more valuable freights. 
Their shares of the total provision receipts have been : 

1880. 1881. 1882. 1883. 1884. 





BOW BOME....2.5i2s.ss. OBS. 616 61.1 6L.7 60 4 
OS ae ics mae 14.7 13.1 12.9 13.6 
pradeipbin EERE 13.1 15.1 17.8 18.4 17.8 
Baltimore... ......... 7.9 8.6 8.0 7.0 8.2 
Total........ 100.0 100.0 10.0 190.0 100.0 
And the proportion of the total of flour and grain: 

1880. 188]. 1882 1883. 1884. 

New York........... ... 44.2 46.0 53.2 49.1 46.5 
| SEES 10.9 207 170 18 4 17.6 
Philadelphia........ «+> 20.5 15.9 15.1 16.3 171 
Baltimore ..... ..... 24.4 174 14.7 16.2 18.8 
Total. ..100.0 100.0 100.0 +—100.0~—-100.0 


New York’s share of the provisions has been smaller 
and Philadelphia's larger of late years than in 1880 and 
1881. 

The proportions of grain and flour receipts have 
varied comparatively little. 

The movement to the seaboard cities, of course, 
varies greatly with the exportations. The total move- 
ment eastward from the western termini of the 
trunk lines, which includes the supplies for the East - 
ern states and much for the South and the Dominion, 
has been in tons : 

1880, 1881 1882 1883. 1884. 
10,544,308 10,567,928 9,712,912  —:10,065,633 8,906,388 

This shows that the movement exclusive of that to 

the four anata has been : 


1880. 1881. 1882 1S83. 1884. 
3,060,062 2,309, 0o4 4, 225,2: 35 4,665,422 4,225,808 


Thus these sient, which were exclusively for 
home consumption, have not decreased like those to 
the seaboard cities, but have very greatly increased. 
Besides, something was carried by the two new lines. 
The amount we cannot venture to estimate, but it 
probably was not very great. 

We now turn to the west-bound movement, which 
shows more clearly than anything else the prosperity 
of the community as measured by its ability to pur- 
chase goods. More than five-sixths of the imports 
of the United States are made at these four points 
whose shipments are given, and more than nine-tenths 
of the exports of the Atlantic coast, and by far the 
larger part of them and of the domestic manufactures of 
some most important staples, pass over the trunk lines. 
The latter do not all go from the seaboard cities. how- 
ever, and there are considerable shipments of coarse 
freight made by canal from New York, and some of 
all kinds of freight made by railroads other than the 
trunk lines. We have the totals of the latter but not 
the different classes nor the destinations. The Lacka- 
wanna and the West Shore shipments are included in 
1884, but not the Lackawanna shipments in 1883, 
which may have reached 150,000 tons. 

Below we give these trunk-line shipments from the 
four seaboard cities (Lowell, Nashua, Worcester, 
Springfield, Providence, South Framingham, North- 
ampton, Holyoke, Westfield, Salem and Fitchburg are 
included with Boston) as reported for the last seven 
years. They are all through shipments, going to the 
western termini of the trunk lines (Toronto, Buffalo, 
Pittsburgh, Wheeling, etc.) or further west: 


New Phila- Balti- 

Tons: York. Boston.  delphia. more Total 
1878 ...... 733,996 206,527 197,641 130,061 1,288,225 
1879 . 852,268 2438, 605 > 245,961 209,219 1,556,053 
188U....... 1,070,232 306,228 299,487 241,641 1,920,588 
1881 .. 1,268,781 383,466 289,742 215,993 2,157,982 
1882....... 1,239,892 454,858 324,803 180,907 2,405,460 
1883... .... 1.246.132 424,520 268,439 179,675 2,218,766 
ee 1.138, 983 366,954 263,643 152,612 1,922,192 

Per cent 
eee 58.5 16.0 15.4 10.1 100.0 
in 54.8 16.0 15.8 13.4 100.0 
1880...... 05 7 16.1 15.6 12.6 100.0 
ae 58.8 17.8 133.4 100 100.0 
3868... .. 59.9 18.9 13.7 7.3 100.0 
58.8 20.0 12.7 8.5 100.0 
1884... 59.3 19.1 137 7.9 100.0 


We see that there was an enormous growth of this 
traffic from 1878 to 1880—very nearly 50 per cent. in 
the two years. In 1881, when for half the year there 
was a great reduction of the rates on this traffic which 
turned from the canal large shipments of iron, scrap, 
etc., then being imported largely, the rail shipments 
increased but 12} percent. A still greater reduction 
in the first half of 1882 greatly increased shipments in 
that half of the year, and though they fell off greatly 
in the last half of the year, when rates were restored, 
they were still 11 per cent. more in 1882 than in 1881, 
and 25 per cent. more than in 1880. But in 1883, with 
rates pretty steadily maintained, but with the Lacka- 
wanna carrying from New York in addition to the 
amount here given, perhaps as much as 150,000 tons, 
and an almost total cessation of iron shipments, there 
was a considerable decrease from the large total of 
1882; and last year there was a further decrease of 
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nearly 10 per cent. from 1883, making nearly the same 
as in 1880. 

The changes at the different ports have not been 
very great. New York had 58} per cent. of the small 
shipments of 1878, 583 of the large ones of 1881, and 
60 per cent. of the enormous ones of 1882, and there is 
little change since. 

Boston has gained decidedly of late years, but its 
shipments by the Grand Trunk were not reported in 
the last half of 1881 and the first half of 1882. Philadel- 
phia and Baltimore have not gained as rapidly as New 
York and Boston. These latter together have had the 
following percentages of the whole in successive 
years : 

1878. 1879. 1880. 1881. 1882. 1883. 1884. 
74.5 70.8 71.8 76.6 78.8 78.8 78.4 

The large increase of the traffic following the great 
reductions in rates made in August, 1881, and again in 
January, 1882, were chiefly of low-class freight, but 
this is but roughly indicated by the statistics, which 
cover entire years, during only one-half of which cid 
the very low rates prevail. But we have the figures 
for each half of the years when traffic was growing 
fastest, not including those by indirect rail routes, 
as follows: 


1889. 1881. 1882. 
SD. BAG AM DD 5.0) 5 Sdascacas 922.866 900.708 1,284 738 
July 1 to Dee. 31............ .. 900,546 1,170,669 993,347 


If we exclude the two half-years of railroad war, 
we find that the movement in the other four half- 
years varied but little. In tie first half of 1881 it was 
2 per cent. less than in the corresponding half of 
1880; but in the second half, with war rates, the ship- 
ments were 30 per cent. greater than in the corre- 
sponding half of 1880. In the first half of 1882, 
when rates were much lower even than in’ the 
last half of 1881, the shipments were 43 per 
cent. more than in the corresponding half of the pre- 
vious year ; in the last half of 1882, when the rates 
had been restored half-way for four months and fully 
for two months, the shipments were 10 per cent. 
more than in the corresponding half of 1880, when 
rates were maintained, but 15 per cent. less than in 
1881, when they were not. But for the railroad war 
it appears that throughout these three years the 
through shipments westward would have remained 
very steadily at a little more than 900,000 tons in 
every half year. 

On the whole, these statistics show a rapid growth 
of the trunk-line through shipments westward from 
1878 to 1882, followed, just as the two new trunk lines 
were opened, by a rapid fall, leaving for seven roads in 
1884 just what five roads had to carry in 
1880. The total east-bound movement (to interior 
as well as seaboard points) has been reported 
for only five years, and less completely, and it 
has varied comparatively little in that time, if we 
allow for the unreported traffic of the new lines, but 
was probably somewhat less last year than in any 
other, except perhaps 1882. 





BAD WHEELS AND BAD WHEEL-MAKERS. 
II. 

We give this week the summary of the table (printed 
last week) giving the actual records of 24 different 
wheel-makers, which summary was by accident 
omitted. This summary gives in many ways the fair- 
est and most satisfactory basis of comparison, since it 
eliminates more or less individual eccent~icities, and 
as the contrasts are still striking enough, it will be 
mainly referred to, although the contrasts between 
the individual extremes are still more striking. The 
summary also gives the percentage of each cause of 
removal on the whole number in service as well as on 
the number removed, which the main table does not 
give, although it gives data by which it may be deter- 
mined. 

The most important question, perhaps, alout a 
wheel is its liability to fracture in service. Of the 
wheels ‘“‘cracked and broken,” it will be seen that 
ten times as many wheels break and fifteen times as 
many wheels crack, out of a given number in service, 
when made by an average bad maker, as when made 
by an average good maker. Over a quarter of *‘ No. 
15” ’s productions crack or break in one year, and a 
sixth ora seventh of those by several other makers, 
whereas less than three in a thousand failed of the 
best three makers, and only six in a thousand of the 
six best makers. 

The localities of the fractures in cracked and broken 
wheels are not given in detail in any of the main state- 
ment, as they appeared of far less interest and signifi- 
cance than the other facts presented, and would need- 
lessly confuse it. The fcllowing table, however, 
presents the details as respects the totals of each of 
three classes of manufacturers; and it will be observed 
from the summary that only about one-quarter of all 
the fractures are in the flange or tread, the remainder 








being in the plate, hub or ribs. There is, however, a|it takes about four times as much sliding to spoila 
larger proportion of the good wheels which break in| good wheel as to spoil a poor one, since all wheels, 


the tread, and a smaller proportion which break in 
the centre of the wheel, the difference lying almost 
wholly in the number which crack in plate or hub. 
Nearly two-thirds of the fractures in all wheels appear 
to arise from the bursting strains produced by forcing 
the wheels upon the axle. 
Percentage of Fractures in Different parts of Wheel. 

-Makers.- 


















Six Six next Tweive Aver- 
Cracked : best. best. worst. age. 
i Sayre 56.0 ~ 65.4 67.1 2.6 
SN Tindssane keh’: deecandewas ae 3.6 2.¢ 2. 
Een 1.0 2.7 0.7 1.5 
OE ara eee 23.1 11.1 77 14.4 
Ribs.... 2.9 8.9 1L.7 7.5 
Total cracked....... ..... 85.7 91.7 89.5 88.9 
Broken: 
95 4.2 8.7 7.3 
4. 3.7 1.6 3.4 
* Broken”’.. 04 0.4 0.2 0.4 
og errr 14.3 8.3 10.5 11.1 


Total cracked and broken.. 100.0 100.0 100.0 1.0.0 

SUMMARY: 
Flange and tread ...... ... 38.0 21.7 187 26.6 
Plate, hub and ribs....  .. 62.0 783 81.3 73.4 

SR SO Ree 1000 1000 100.0 1000 

A strong side light is also thrown by the main state- 
ment upon the question of sharp flanges and the 
causes thercof. Whatever may be the chief cause of 
that phenomenon, we have evidence here which, as 
regards this particular 300,000 wheels, may be called 
decisive: that one important cause was intimately 
connected with the quality of the wheel itself. For 
these particular wheels all suffered alike from the evil 
effects of the same sharp cornered pattern of rail, 
and were, as nearly as may be, equally expesed to all 
other possible and impossible causes of sharp flanges 
except differences in theirown quality ; yet we find 
that out of one hundred wheels removed there were 
over four and a half times as many sharp flanges 
among the poor wheels as among the good ones; and 
out of a thousand wheels in service there were twenty- 
one times as many wheels removed for sharp flanges 
among the bad makers as among the good ones. 

This will bear summarizing more fully, in a little 
different form : 

**Out of 1,000 wheels removed there were : 


{ Six best makers, 27 sharp flanges. 
In 1,000 wheels | Six next best makers, §2 sharp flanges (3 times as 
made by 4 many). 
the | Twelve worst makers, 124 sharp flanges (4.6 
| times as many). 


Out of 10,000 wheels in service there were re- 
moved for sharp flanges : 


(sz best makers. 12 wheels. 
In 10,000 wheels | six next best makers, 89 wheels (7.4 times as 
made by 4 many). 
the ee: worst makers, 250 wheels (20.8 times 
as many). 


This leads to the striking conclusion, to the extent 
that one year’s removals from 300,000 wheels by 24 
different makers can give trustworthy evidence, that 
the same differences of quality have nearly twice as 
great effect upon the number of sharp flanges as upon 
the number cracked and broken, as thus : 


Relative Increase in Number of Wheels Cracked and Broken and 
in Number of Sharp Flanges, caused by difference of quality. 
Comparison by percentages of wheels removed. 

Broken Crackel Sharp 


. Only. and broken. flanges. 
) Standard of 


Six best makers 7 comparison. § 1.00 1.00 1.00 
Six next best makers. ...... .... 1.10 1.80 3.04 
Twelve worst ‘aes acaney 2.20 2.80 4.60 
Comparison by percentages of whee!s in service. 
Six best makers {Standard of! 1 909 1.00 1.00 
} comparison. § oa r ‘ 
Six next best makers............ 2.56 4.59 742 
Twelve worst Ree a ekkeaws €.78 13.28 20.83 


['he comparison is made by diviting each percentage of re- 
movals given in the summary below the maiv statement by the 
——- of the six best makers standing at the head of the 
column. | 


We have seen nothing heretofore affording such 
positive and direct indications that flange-wear is im- 
mensely affected by the quality of the wheel, espe- 
cially if taken in connection with the individual 
record. Thus, ‘No. 16” had fifty-five per cent. of his 
wheels fail for sharp flanges, the remaining 45 per 
cent. having all ‘slid flat;” the wheels, it would 
seem, being actually not good enough either to break, 
crack or wear. His immediate neighbors above and 
below, and likewise Nos. 8 and 11, differ from bim 
only in degree, but do differ considerably. All their 
wheels were too soft. On the other hand, Nos. 10, 13, 
14, 20, 21, 22 have a very small proportion of sharp 
flanges (for such otherwise bad wheels), and the reason 
is indicated by the excessive number cracked and 
broken. Their badness lay in being too hard and 
brittle. 

The comparison of the number of wheels ‘slid flat” 
is also interesting. It will be seen that, as one would 
naturally expect, about the same percentage of all 
qualities (the very large proportion of one-fifth of the 
whole removals) are removed as “slid flat,” while yet 
the proportion of the total number in service which 
are ‘‘slid flat” is greatly affected by the quality 
(although far less than the number of sharp flanges or 
of cracked and broken). This seems to indicate that 





good and bad, are equally exposed to the danger, and 
are likely to be made toslide an equal number of 
times. That so large a proportion as one-fifth of the 
wheels reinoved should be destroyed in this way seems 
to indicate that some reform in the brake gear is 
badly needed, for the distinction between ‘‘slid flat” 
and ‘‘ worn flat” seems from the internal evidence of 
the statement to have been in the main carefully and 
correctly drawn. 

The percentage of *‘ worn flat and worn out” is of 
course the one which chiefly suffers from the undue 
proportion of new wheels, but consideration will 
quickly show that if the statement were down to a 
normal average, so as to show about twice as many 
renewals per year, the contrast between the good and 
bad makers in number worn out would probably be 
even more striking then than it is now, which is need- 
less. Already about twice as large a proportion of bad 
wheels as of good wheels are removed for legitimate 
wear, in spite of the fact that only one-quarter of the 
bad wheels are now removed for such wear, whereas 
six-tenths of the good wheels are so removed. 

The number of “shelled out” wheels will be seen 
to be very exactly in inverse ratio to the quality, in- 
dicating that, like chill-cracking, occasional failures 
of this kind are rather a good sign than a bad one. 

Some of the comparative results which have been 
summarized show so surprisingly great a contrast be- 
tween the good and bad qualities that one can hardly 
help doubting if in part, at least, it may not be excep- 
tional, but we have not at pres*nt means for confirm- 
ing or confuting this suspicion by the comparison 
which we should otherwise be glad to make of the re- 
sults with different makers on other roads. A state- 
ment of removals otherwise similar to that presented, 
but giving the mileage of the wheels removed for each 
class of failure, would have especial interest, although 
it could hardly prove more fully that not only ‘“ the 
best is the cheapest,” but that there is a cer- 
tain criminal recklessness in the manufacture or 
purchase of such wheels as those made by the last 
twelve makers—or rather the last eighteen, for the 
whole eighteen appear to manufacture wheels so bad 
that simple preliminary tests would reveal their in- 
feriority. If anything were saved in money, or even 
ifthe ultimate loss from the immediate saving were 
postponed for a number of years, one might regard 
the purchase of such wheels with more patience; but 
this is not at all the case, as is clear from the state- 
ment. The buyer of such wheels, therefore, if he do 
not buy them from mere ignorance or thouzhtlessness, 
is, as it were, selling himself to the devil gratis. He 
is in effect exposing the lives of employés to certain 
danger, and the company which employs him to cer- 
tain and speedy loss, in order to tell a lie to the owners 
of the property about the economy of the manage- 
ment, thus coming very near to co nmitting, if he does 
not actually commit, whit the law describes as an 
**act evincing a depravei mind, rezardless of human 
life,” the penalty for which is a certain number of 


years in state prison. 
STATEMENT 
Showing percentages of wheels removed in 1884 for various causes. 
out of a total of some 300.000 wheels and 18,030 removals: 
wheels by 24 different makers, 





6 6 12 Av. of 

best next worst allon 

makers. best. makers. road. 
P.c. of whole No. in service. . 78.2 17.2 46 100.0 
ES SE Re AS Os . 80 32 44 2.4 
Gs 5. 0000. wessceee Radeanbene 12.2 23.7 37.2 19.4 
Broken and cracked........... 142 25.9 41.6 218 
eee ee 0.1 0.0 0.4 
POTD BARRO. ..02.006scc0ce oes R 2.7 8.2 1.4 5.8 
ES. Saueusendans sabk we 223 21.1 20.3 21.7 
Worn flat and worn out ....... 60.1 44.7 25.7 50.3 


Total removel .............. 100.0 100 100.0 100.0 
P c. of No. inservice removed. 4.u9 10.94 20.16 6.21 
Percentage of Total Number in Service removed for Each 
Cause. 
6best 6 next 12 
makers. best. worst. Total. 


P. c. of whole No. in service.... 78.2 17.2 4.6 100.0 
Broken.... ... iS iuoe Naik ahic’ 0.09 0.23 0.88 0.15 
ee ... 0.54 2.60 7.50 1.20 
Broken and cracked.... . ... 0.63 283 8.38 1.35 
Shelled out....... i ee 0.03 0.01 0.00 0.02 
BROT TONGS .000..00cccce2 sseee 012 0.89 2.50 0.36 
kD eer 0.98 2.31 4.10 1.35 
Worn flat and worn out.... ..... 2.63 4.90 518 3.13 
Total removed............. 4.39 10.94 20.16 6.21 


This statement is a summary of the information contained in 
the detailed tables pubiished last week, page 361. 








Consulting Shareholders. 





In another column we publish a letter from Mr. W. 
L. Martin, an English holder of Central Pacific shares, 
in which he expresses his indignation because the 
directors of that company leased its property without 
consulting their shareholders. 

Mr. Martin is evidently not familiar with American 
railroad corporation practice. Boards of directors 
here can do pretty mnch what they please with the 
properties committed to their charge, without con: 
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sul'ing their stockholders, the extent of their 
powers varying with their special charters and 
the general laws of the states under which they 
hold. It is outrageous that it should be so, but 
it is so; and the practice of not consulting 
stockholders has been so general that many of 
the most honorably and successfully managed com- 
ponies make great extensions, purchases and leases, 
and issue millions of shares and -bonds, under the 
general authority to their directors, without ever ask- 
ing for a vote of their shareholders. Even when, 
under the law or the charter, special authorization 
must be had from the shareholders, they are 
sometimes asked to give the authority while 
they they are not told what it is proposed to do 
This was the case when, near the end of 1882, a con. 
tract was made for the union of the Michigan Central 
and the Canada Southern. The laws of Canada re- 
quired that such a lease should receive the approval 
of the shareholders before it could be executed. What 
the directors did was to ask the stockholders for 
proxies to vote for “‘an agreement” with the 
Michigan Central, but they did not let them 
know what the agreement was until after they 
had got the proxies and executed the contract ! There 
was no reason for concealment, that we can see. The 
Canada Southern directors kept it private from force 
of babit, apparently, and the shareholders gave them 
their proxies ‘‘unsight, unseen,” also from force o¢ 
habit: for we did not hear that any one objected to 
the secrecy, or asked to know on what terms his 
agents proposed to dispose of his _ property. 
The fact is, American’ shareholders seem 
to feel that they have no rights which their directors 
are bound to respect. They submit to all sorts of 
abuses meekly, and though a great many are perfectly 
conscious that they are abuses, they do not protest 
to such an extent as to have much effect on the con- 
duct of the companies. What the majority of the 
holdings want they can of course get, if they 
insist on it; they do not insist on being consulted 
when their property is sold, leased or in- 
cumber:d, and it is, therefore, not easy to believe that 
they really desire very earnestly to be consulted. I: 
is bard to understand why they do not. Doubtless in 
many cases the great majority of the shares have 
been held by the directors themselves. so that what 
the board agreed to was sure to receive the approval of 
a share vote. When the shares became more scattered 
the habit remained. In the case of the Central 
Pacific, not only were the directors  sup- 
posed, a few years ago, to own a majority 
of the shares, but it was supposed that scarcely any 
shares were owned by any one else. The company 
was like a firm, the few partners being able to consult 
each other about everything, and nct needing to con- 
sult any one else. We agree with Mr. Martin, how- 
ever, that such measures as the lease of a railroad 
shoul always be submitted to the stockholders, be 
they few or many, and we baveno doubt that if share- 
holders generally desired this. and made treir desires 
known, and growled vigorously when they were not con- 
sulted, they would eventually get what they wanted. 

As to the Central Pacific’s relations with the Union 
Pacific, it is certainly disadvantageous for the latter 
that any transcontinental traffic should go by the 
Southern route, but this probably had little to do wit! 
its building the Oregon Short Line, which was begun 
several years ago. and in fact diverts traffic not from 
the Central Pacific, but from the Northern Pacific, 
though it may be used to compete, at a disadvantage, 
with the Central Pacific. The latter does not charge 
the Union Pacific loca) rates, so far as we know, 
though there isa shrewd suspicion that it does not 
cultivate the traffic by this route as it might. 

As to the terms of the lease of the Central Pacific to 
the Southern Pacific Company, we do not feel so sure 
that the revtal of $1,200,000 is *‘ absurdly inadequate.” 
The days when the transcontinental railroads could 
make great profits is past forever. They will have to 
take what other companies are willing to charge, or 
they will be duplicated or triplicated. That fate has 
already befallen the eastern portion of the old line. 
and the Northern Pacific has lopped off the traffic of 
Oregon and Washington from the western line. The 
Southern Pacifie will certainly take part of the traffic, 
however the Central may be worked. The new roads 
will generally be satisfied with net earnings which 


would barely pay the interest charges of the Central 
Pacific. 








The Nickel Plate Bondholders. 


The New York, Chicago & St. Louis Railway Com- 
pany (Nickel Plate). as was expected, failed to pay the 
interest on its first-mortgage bonds, due the first of 
this month. In anticipation of this a bondholders’ 
committee had already been formed, and thus early 

















tion of the road. The only thing peculiar in the situa- 
tion is that the majority of the stock is held by the 
Lake Shore Company, and the second-mortgage 
bonds probably nearly all by great capitalists, the 
Vanderbilts; that they desire to continue in 
control of the road, whether it is profitable or not, to 
prevent the injury that it might do to their other rail- 
road interests, and that they have great power to make 
the road valueless if it is worked independently of 
them. This, however, does not in any way affect the 
right and power of the bondholders to get the whole 
value of the property for themselves. When the Lake 
Shore bought the stock, its officers knew that the stock 
would be worth nothing, even for purposes of control, 
if the interest on the boads was not paid; and the pur- 
chasers of the subordinate mortgages also knew that if 
the road could not pay them and the first-mortgage 
bondholders too, the- latter would be entitled to the 
property. They took therisks, and the result has been 
unfavorable to them. The first-mortgage bondholders 
are entitled to the road if they are not paid. The ques- 
tion with them is, simply, how to get as much as pos- 
sible out of the road. 

This question, however, is not entirely simple. If 
the property were a house or a farm, the solution 
would be a simple one. The bondholders could buy in 
the road at foreclosure sale, and could then get as much 
out of it as any one else could get. Butin this case 
the bondholders have to consider what they could do 
with the road if they had it; and it will take but little 
reflection to convince them that it is not worth so 
much to them as to the Lake Shore Company; that if 
they take it they may have to fight for a living 
with the Lake Shore and the whole Vander- 
bilt interest, and that while this would be 
bad for the latter, it would be bad for themselves 
too. They are entitled to all that it will be possible 
for them to make out of the railroad, but that is all 
that they can get, and therefore in negotiating they 
should limit their demands to this. If they take the 
road, they will have to secure a terminus at each end, 
and at the Chicago end at least this will be costly; 
they will have to spend a great deal of money for the 
renewal and maintenance of the road, and they will 
have to compete with one of the best and best estab- 
lished lines in the country for local as well as through 
traffic. 

It has been claimed that under the Vanderbilt man- 
agement the road has not been permitted to do what 
it could, lest it should injure the Lake Shore. So far 
as the lccal traffic is concerned this is possible: but 
with regard to through traffic the Nickel Plate has got 
a larger share of the Chicago shipments, we believe, 
taking freight and live stock together, than any of the 
other new roads. 

Almost the only chance for the bondholders to get 
much out of the road if it were thrown into their 
hands would be to lease or sell it to some company 
with a line from New York to Buffalo. Of these, 
however, there is but one that would be at all likely to 
want the Nickel Plate. The West Shore might want 
it, but the West Shore’s promise to pay would hardly 
be accepted as a valuable consideration just now. The 
Erie, threatened with the !oss of the Chicago & 
Atlantic, may be glad to interchange with it, but the 
Erie is likely to be chary of incurring any additional 
obligations; there remains the Lackawanna, which still 
has credit and controls no line west of Buffalo. If it 
will give a good price for the Nickel Plate, the first- 
mortgage bondholders will be justified in holding out 
for as much from any other bidder. But probably 
the Lackawanna, like other companies, is not suffi- 
ciently anxious for a traffic yielding less than half a 
cent a ton per mile gross, like the through business 
between Buffalo and Chicago last year, to pay a very 
large price for a line to do it on, and the privilege of 
fighting for existence for 500 miles more road than it 
now has. 

The bondholders must accept the road with all its 
disabilities, including the necessity of fighting for 
business with powerful competitors at nearly every 
station. But they are right in insisting on all that it 
would be possible for them to make out of the road. 
They owe no one anything in connection with it, and 
they need not consider the effect on other roads of 
their taking the line from its present control. It is a 
fact, however, that the road is worth more to the 
Vanderbilt interest than to any one else, and they can 
afford to pay more for it than an independent com. 
pany can make out of it. How much that may be 
no one could venture to say, without careful study of 


the ability of the road to command a profitable local 
traffic. 








A new tariff of west bound rates went into effect— 
or rather was promulgated—June 1. The ratesof the 





two previous regular tariffs and of the new one are, 
New York to Chicago, in cents per 100 Ibs.: 








Tariff. ——_————Class .— - 

5 2. 3. : 5. 

eS ae 75 60 45 35 25 
NS eer 50 40 30 25 18 
SONS 1, DOGS... cccsscscsee 40 30 25 18 15 


The average reduction from the January tariff 
(taking into account the quantities of different c'asses 
shipped) is about 23 per cent., while the January re- 
duction was more than 30 percent. The reduction 
from last year’s tariff is 463 per cent. on first-class, 
50 per cent. on second-class, 444 per cent. on third- 
class, 48} per cent. on fourth-class, and 40 per cent. 
on fifth-class and special freight. About one-fourth of 
the freight is first-class, and nearly one-half is fourth- 
class. On the trunk line shipments from the seaboard 
in 18384 the reduction would have made a difference of 
about $4.000,000 to the eastern trunk lines, and im- 
portant shipments from interior points take the same 
rates. 





The New York, West Shore & Buffalo withdraws 
from the New York west-bound pool, dating from to- 
day (June 12). It has long be2n tacitly agreed that this 
road should make such rates a sit chose in order tosecure 
it a traffic, which it could not get at the rates which 
the old roads charge. It hasincreased its proportion 
of the tonnage under this policy, but almost entirely 
in fourth and fifth-class freight, so that its proportion 
of the gross earnings has been probably less 
than in the pocl (10 per cent.). There was 
so much cutting by the old roads of the low regular 
rates made in January last that a reduction of about 
one-fifth was made in these, dating from June 1, 
making the first-class rate 40 cents per 100 lbs. to 
Chicago. The cause of the original reduction in 
January was the making of contracts good till 
July at reduced rates. Recently it appears that con. 
tracts have been made till a later date, and gen- 
erally at a still lower rate. Most of these con- 
tracts seem to have been made by the new 
roads, which find it especially hard to get traffic 
when rates are so low by the old lines. It is re- 
ported that some time contracts have been made by 
the old roads also, but not so as to prevent a restora- 
tion of rates should other circumstances make it pos- 
sible, of which there is no present prospect, though it 
may come like a thief in the night (or an angel of 
healing) at any time. This west-bound traffic was, 
we believe, the only remaining one in which the 
contract for a division, according to the apportion- 
ment, was executed. Transfers of traffic have not 
been made for some time, but balances have been paid 
in money. The withdrawal of the West Shore does 
not necessarily prevent the other roads pooling their 
business, but it is not expected that they willdo so for 
the present. 








The May grain movement cannot be called heavy, 
in view of Jast year’s crops. The receipts of the 
Northwestern markets were about one-fourth greater 
than last year, and greater than in any May since 
1881, but much less than in 1880 or 1881, the bushels 
of all grains (but not flour) received having been: 

1889, 1881. 1882 1883. 1884. 1885. 
24,647,194 17,067,405 18,3t9,5€2 15,(77,.59 12,706,810 14,€67,510 

The flour receipts were much larger this year than 
in any other, but not enough so to balance the de- 
crease in grain since 1881 and 1882. 

Though the coro crop now coming forward was 
very much larger than that of any of the three pre- 
vious years, the May corn receipts were 12 per cent. 
less than in 1€83 and 21% per cent. less than in 1882. 

The shipments of these markets in May make a 
better showing this year. They have been: 

1880, 881. 1882. 1883 884. 1885. 
20,963,526 21,519,505 10,202,023 15,910,951 17,659,369 21,077,308 

The shipments this year were thus nearly 20 per cent. 
more than last year, 32 per cent. more than in 1883 and 
106 per cent. more than in 1882, but only about the 
same as in 1881 and 1880(and also 1879). The increasein 
flour shipments has been large since the earlier years, 
however, making the total flour and grain movement 
somewhat greater this May thaninany other. The flour 
shipments were nearly 9 per cent. more than last year 
and 47 per cent. more than in 1883, but the increase 
in wheat shipments since then has been 155 prr cent. 
It is noticeable that 444 per cent. of the total shipments 
of this year were made in May, indicating that this 
grain was held for the opening of navigaticn much 
more than has been usual of late years. Last year 
only 274 per cent. of the shipments of the five months 
were made in May, and then the total wheat ship- 
ments were larger than this year. 

The Atlantic receipts are among the lightest there 
have been in May for many years. These have been: 


Year. Bushels. | Year. Bushels, 
ree yee Se 8 oe) | eee Ue 
BE cases) sens) ws 60 EET Gy <cch. oie d0 ee ente 6,963 643 
oy SEE ere, Be ee 15,692,344 
errs RR 10,055,041 
J ore re Gk | | eer 
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The receipts this year were slightly larger than last 
year orin 1882, but a third less than in 1883, and 
only about half as greatas in 18381, 1880 and 1879, 
and still less than in 1878. As in the other cases, 
there has been an increase in the flour receipts, but 
not to the same extent, they being 17} per cent. more 
than last year, 14 per cent more than in 1883, and 28 
per cent. more than in 1882, 

It should be said that the May receipts at Atlantic 
ports are likely to fluctuate greatly because of the 
earlier or later opening of the canal. In a few cases 
canal boats began to arrive in New York as early as 
the first of the month; in others there were no arriv- 
als, or very few, till June. The opening was early in 
1880, but it was very late in 1881, when the receipts 
were nearly twice as great as this year. 








The belief in the proportion of working expenses to 
earnings as a criterion of economy has in England led 
to some strange judgments. At the last meeting of 
the Mexican Railway Company one of the shareholders 
charged misrepresentation in the report of the work- 
ing expenses, because the President of the company 
himself described the line as one very hard to work, 
and yet the report showed the expenses to be 
less than 42 per cent. of the earnings, against 50 
per cent. on the London & Northwestern and 75 to 
80 per cent. on the Grand Trunk of Canada. ‘I say 
the thing is absurd,” said this suspicious shareholder. 
If he had examined the expense per train mile, and 
found it, as he would have found it, some $3.25, 
against 70 cents on the London & Northwestern and 
$1.12 or 30 on the Grand Trunk, he would not have 
made such an idiotic statement. If theGrand Trunk 
got the Mexican Railway's rates, its expenses would 
be less than 10 per cent. of its earnings. There is ab- 
solutely no connection between ratio of expenses to 
earnings and cheapness or dearness of working, but 
the assumption that there is has caused a great many 
blunders, 








A ruling was made by Judge Angle at a special 
term of the court in Monroe County, N. Y., in passing 
upon the referee’s report in the petition for the fore- 
closure of the Rochester & Pittsburgh Railroad Com- 
pany, which, if sustained, will very seriously hinder 
railroad companies in difiiculty from obtaining any 
financial relief from directo's who might be willing 
to take their securities at a discount. The paragraph 
in Judge Angle's decision sending the case back tothe 
referee is as follows: 

**One question now made is whether the bond- 
holders (or their firms) who were directors or officers 
of the company should have been allowed any greate: 
amount than the sums they respectively paid for the 
bonds when issued to them by the company or by the 
plaintiff. In most cases the amount paid was but 75 
per cent. of the face value of the bonds, but in one 
case is was only 65 per cent. Under the cases cited 
by the plaintiff's counsel, if these director-stcckholders 
have paid par for their bonds, there could be no ques- 
tion of their right tocollect the full face ; but none of 
these cases are where directors have paid or had ad- 

vanced less than par for the bonds. The proposition 
involved appears to me to be this: Can directors of a 
corporation pay or advance to the corporations $75 
and take therefor and enforce against the corporation 
ori's property a security for $100,even where they 
have first given all the stockholders an equal or even 
the first chance to take the securities at the same dis- 
count. My conclusion is they cannot.” 


It anpers by the record that members of the firm 
of Walston H. Brown & Bros. and A. Iselin & Co. 
were directors in the company, that the second-mort- 
gage bonds of the company were offered to all the 
stockholders in proportion to their holdings, at 75 per 
cent., but very few of the stockholders availed them- 
selves of the offer. These firms with some others, 
however, subscribed for their full proportion, and it 
was Claimed that if the other stockholders had done 
as much that the road would have been put in funds, 
and foreclosure would have been unnecessary, The 
effect of this decision is, that they are allowed to come 
in as creditors for only 75 per cent. of the par 
va'ue of the bonds which they took, while individual 
stockholders became creditors for the full face 
value of their bonds. The decision even goes 
further than this: Messrs. Iselin & Co. advanced 
money to the corporation on pledge of $590,000 of the 
second-mortgage bonds. The Court rules that they 
can be considered as creditors only for the amount of 
their advances, while outside holders of the second- 
mortgage bonds are creditors for the full face of the 
bonds. Thus, in case they took the bonds ascollateral 
at 50 per cent., the second-mortgage bondholders would 
receive from 25 to 50 per cent. more than the bankers 
who held them as collateral for money loaned, Fortu- 
nately the decision in this case works no injustice, as 
they will buy the road in. 

The application of this ruling to the West Shore, the 
Buffalo, New York & Philadelphia, the Nickel Plate or 


any one of the many other companies whose bonds 
were taken by the directors at a price below par, would 
have a very serious effect, although under the ruling 
of Judge Angle all that would be necessary for them 
todo would be to sell them immediately to a third 
party who would, immediately, retransfer them back 
to the original owner, thus effectually evading the dis- 
astrous consequences of such a ruling. 








Chicago, Burlington & Quincy Earnings in April. 


It will be remembered that the March earnings of this road 
were extraordinarily large: in April its earnings were much 
larger than last year, but they were very much less than in 
March. In fact, there has been a regular see-saw of the earn- 
ings all this year so far, as witness the figures for successive 
months: 

January. February. March. April. 
$1,992,484 $1,601.915 $2,639,109 $2,065,069 

This is an abnormal variation, but it is naturally ex- 
plained. The blockades which interrupted traffic in Febru- 
ary more on this road than on any other, perhaps, materially 
reduced the traffic of that month, and increased that of 
March by an almost equal amount. Let us say that $300,000 
of earnings were postponed from February to March in this 
way, and we shall find the earnings regular enough—about 
$1,900,000 in February and $2,340,000 in March, and a de- 
crease of $275,000 instead of $574,000 from March to April. 
Usually the earnings are less in April than in March, 
but they were never before so much iess, except in 1883, 
when circumstances were similar—traffic was held back in 
January and February and came forward with a )ush 
in March, and then fell off $572,000 (24 per cent.) 
in April, not because the April business was unnaturally 
small, but because the March business was unnaturally 
large. So this year we may probably consider April as an 
average specimen of the year; and as there was an increase 
of 1234 per cent. in the gross and of 3414 per cent. in the net 
earnings then, that will be a very agreeable conclusion to 
adopt. 

For six successive years the earnings and expenses of the 
Chicago, Burlington & Quincy in April have been: 





Gross Net. 
earvings. Expenses. earuings. 
1889. ...... . ..... $1,489.894 $796.072 $793,822 
1.574,371 875,313 699.058 
1,530,838 823,146 707,692 
1,824,130 1,166.6 2 657,418 
. 1,832 451 1,187,248 645.203 
cesses 2,065,069 1,194,609 869,469 
Compared with Jast year the increases are: 
Gross Net. 
earnings. Expenses. earnings. 
Pe ee $232,618 $8,361 $224,257 


Sree 12.7 0.7 34.8 

The very small increase in expenses is noticeable, because 
heretofore, while nearly all other railroads were reporting 
large decreases in expenses, this one has shown important in 
creases. In March the increase was $235,800, or 23 per cent., 
which was nearly half the increase in earnings; in April the 
increase in earnings was nearly 28 times the increase in ex- 
penses. 

It should be remembered that though April was a very 
unfavorable month for railroad earnings for the country as a 
whole, the roads west of Chicago did comparatively well then, 
13 of them showing a decrease of only 1.7 per cent. None 
that reports, however, shows anything like such an increase 
as the Burlington’s. Indeed, its gain in gross earnings was 
nearly three times as great as the aggregate gain of the seven 
other railroads there that have reported a gain for April. 
The Chicago & Alton, next south, showed a small decrease; 
the Northwestern, next north in Illinois, showed a trifling 
increase; the Union Pacific, next west, had a decrease of 6 per 
cent., against the Burlington’s increase of 12%; per cent. 
Thus the Burlington did exceptionally well in April, and it is 
not quite easy to understand why it should have done so very 
much better than any of its neighbors. 

For the four months ending with April, the mileage, earn- 
ings and expenses of .the road for six years have been : 


Gross Net 
Year. Miles. earnings. Expenses. earnin 
Weer és usdnsaiew 2.597 $6,067,022 $2,923,269 = $3 Id, 13 
NE ascis a's io cuiiomae 2,692 5, 435, 289 3,052,062 2,283.227 
ED ened: seed ae 2,960 6. 213, 189 3,486,567 2,726,622 
eee S| 7,457,4.5 3,902,312 3.555.103 
Ee 3,335 7,557,713 4,234,113 3,323,600 
ee 3,467 8,298,578 4,695,959 3 °602,619 


Thus gross and net earnings and expenses were all larger 
this year than ever before, though the net earnings were very 
little greater than in 1883. Per mile of road, the gross earn- 
ings for the four months were also greater than ever before, 
and were greater than in the extraordinarily favorable year 
1880 ($2,393 in 1885, against $2,336 in 1880), but the net 


earnings per mile have b2en greater in two years. These 
have been : 

1880. 1881. 1882. 188%. 1884. 1885. 
$1,211 $848 $921 $1,100 $996 $1,039 


Thus, the net earnings per mile were 4!¢ per cent. more 
than last year, but 514 per cent less than in 1883, and 14 per 
cent. less than in 1880. 

Compared with last year, the increase in total gross and 


net earnings has been : 
Gross Net 
earnings. Expenses. earnings. 
DOU sos) gad ccs dadeastenicn $740,865 $161,846 $279,019 
DOP GD npc niccccicconssaveceiccs 98 10.8 8.4 


Four-fifths of the increase in the net earnings was made 
in April. The addition to the stock sold last year requires 
about $550,000 per year, or $183,300 for the four months, 
for an 8 per cent. dividend, and the fixed charges will prob- 
ably be less rather than greater than last year, the capital 
for new lines having been provided by this stock and not by 





bonds, which latter are being largely reduced yearly by 





sinking funds—last year by $938,000. Last year in these 
four months this road made 29 per cent. of its net earnings. 
The largest earnings come after July, but when there is much 
corn to move, earnings are usually much larger in May, June 
and July than in earlier months, which was not the case last 
year. There is this year a large crop of corn on this road, 
but it did not come forward very freely in May, nor in April. 
May, therefore, may not this year have yielded much more 
than April, but a very large increase is possible in June and 
July. Later inthe year the next harvest will have a great 
influence. 

The decrease in passenger earnings was less in April than 
in any previous month of this year, the amount of decrease in 
these earnings having been : 


Dee. an. Feh. March. April. 
DEE. osccccve 02 76,062 333. 759 $62,355 $20, 989 $15,220 
POP CORE. 0. 00000630 17.3 14.1 17.4 9.8 3.5 


There has been a decrease in passenger earnings on this 
road in every month since October last, and there was a 
decrease also in August and September ; but in each of the 
first seven months of 1884 the passenger earnings were larger 
than in 1883, and in each of the first three months of this 
year they were not only less than last year but also less than 
in 1883, as follows : 





1883. 1884. 1885. 
JOMURLY. ..cccccccce-.e-. GBES437 $374.408 $321,649 
DORGOEET « 000ccccccsescees 306,534 358.406 296,050 
DR Ghaksevcn << esine 418,631 427.385 yf 
April 386,°85 435,373 420,153 
Four months. ...... $1,464,807 $1,595,572 $1.44 444, 249 


Thus the passenger earnings this year for the four months 
were 914 per cent. less than Jast year, and 1.4 per cent. less 
than in 1883. Compared with 1883, there was a decrease of 
$54,506 (5 per cent.) in the first three months of this year, 
but an increase of $33,868 (8%; per cent.) in April. 

This latter would be more encouraging if the passenger 
earnings had not been exceptionally light in April in 1883, 
as they were. 

The increase in freight earnings in April was no less than 
$240,456, or 18% per cent. This is enormous, but not so 
great as in either January or March, while in February there 
was a decrease of $326,129 (212 per cent.) in the freight 
earnings. In every month except February the freight 
earnings were larger this year than in 1883, and while there 
was a decrease of $144,325 (214 per cent.) in freight earnings 
for the four months from 1883 to 1884, there was an increase 
of $642,997 (113, per cent.) from 1883 to 1885. 

The increase in ‘‘ mail and miscellaneous” earnings we have 
before spoken of as phenomenal. In April, however. it was 
not noticeably large (6 per cent.) In March it was 30 per 
cent.: in February, 18, and in January, 51 per cent. For the 
four months these miscellaneous earnings have been : 

1885. 1884. 1885. 
$313,902 $427,839 $632.708 

Thus this year they were nearly 25 per cent. greater than 
last year and 70 per cent. greater than in 1883, The increase 
in these earnings (mostly made by passenger trains) since last 
year was equal to more than two-thirds of the decrease in 
passenger earnings, and since 1883 to ten times that decrease, 
and it is therefore important. In 1883 these miscellaneou, 
earnings were 4.2 per cent. of the total earnings: this year 
6.4 per cent. If this rate of increase in these earnings were con- 
tinued, it would make them $917,000 more this year than in 
1€83, which alone is $1.20 per share of stock. This is not at all 
probable, however, for the increase from 1883 to 1884 was 
unusually large in the first part of the year—36 per cent. in 
the first four months, against 2015 per cent. in the last eight 
months. But if the rate of increase over 1884 is continued 
it will give $734,000 more than in 1883 and $455,500 more 
than in 1884—the former 96 cents and the latter 60 cents per 
share of stock. 








Erie Earnings and Expenses in April. 


The New York, Lake Erie & Western has heretofore suc- 
ceeded better than most lines in keeping its net earnings 
nearly up to those of last year, its decrease (net earnings less 
rental of New York, Pennsylvania & Ohio) for the first half 
of its fiscal year, ending with March, having been only 
$72,800, or 3 per cent.; but this was not at all because it bad 
good earnings this year, but because it had wretched ones 
last year. But in April last there was the large decrease of 
$123,451 (31 per cent.) from the light net earnings of last 
year—a decrease two thirds greater than that of the entire 
six months previous. It should besaid, however, that though 
the net earnings were bad last year in April, they were not 
so very bad in that month as they had been for four months 
previous, nor as they were for two months afterward. I; 
was, in fact, an exceptionally favorable month for the season, 
while this year it was much less favorable than March. Thus 
the net earnings, less the New York, Pennsylvania & Ohio 
rental, in each of the first six months were : 


Jan Feb March. April. May. 
1884 .... $85. +73 $238,221 $212,627 g3v2, 465 $341, 777 $380. 6: 28 
1885 . 170,638 235,827 364,137 209,013 ...... ws... 


The gross and net earnings and wor’ cine expenses of the 
Erie proper in April for the eight years since the reorganiza- 
tion have been : 


Gross Net 
Year. earnings. Expenses. earnings. 
errr . $1,127,079 $891.755 $235,324 
errr rere 1,372,755 S64 ‘4 33 408,300 
1,643,151 962,827 680,524 
eee ore 1,7: 9.057 1,117 689 591,468 
DECC, sip ctne pabeeee haba kalo 1.670,743 1.001.725 669.018 
DibhtS:0d\e'sb¥eceseednnhade 1,54 +,474 1,079,503 465,971 
CC eS ee re 1, 307.726 958.377 439,349 
Pr dbs ve cartecinns snp shde on 1.201.648 9u5 842 295,846 


Thus the gross earnings, the expenses and the net earnings 
were all smaller this year than in any other except 1878. 
Compared with last year the decrease is : 


Gross Net 

oe. Expenses. earnio, 

Amount.. aie babe ae ve $52,535 $143,543 
fer en 5.5 32.7 


The decrease since 1883 is 22 ak in gross and 37 per 
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cent, in net; since 1882, 34 percent, in gross and 55 per 
cent, in net, 

There was a Joss of $26,793 on the New York, Pennsyl 
vania & Ohio lease in April this year, against a loss of $46,_ 
884 last year, and the Erie’s income from both systems was 
thus $269,018 this year, against $392,465 last year, which 
are to be compared with its net earnings in the above table 
previous to 1884, before the lease. 

The earnings and expenses of the New York, Pennsylvania 
& Ohio in April this year and last were: 








1885. 1884. Decrease. P. c. 

Gross earnings....... $393,182 $484,865 $91,683 19.0 
Expenses seeeeee 204,156 376,592 82,436 22.0 
Net earnings... $99,026 $108.27: $9,247 8.5 


The decrease in earnings is greater on this leased line than 
on the Erie proper (19 per cent. against 14), the decrease in 
expenses very much greater (22 per cent. against 51s), and 
the decrease in net earnings only 8! per cent., against 32%, 
on the Erie proper. The better return to the Erie from this 
road is due to the smaller rental. The gross earnings of this 
road in April for the last nine years have been: 


1877 SS eee $450,335 
1878 BN sno ede oh nie aur, 

1879 SOR ee 484,865 
1880 WERE oe 2 i oh 393,182 





Thus the earnings were smaller this year than in any other 
since 1879, having been largest last year. The difference 
between the Erie and the Chicago & Atlantic tends to divert 
from this road a great deal of through traffic. This traffic 
is not worth anything at this time, but it swells the gross 
earnings (and increases the rental to be paid by the Erie). 
Perhaps the diversion was not so great in April as it has been 
since. 

For the seven months of its fiscal year ending with April 
the earnings and expenses of the Erie proper have been : 





Gross Net. 
earnings. Fxpenses. earnings. 
$9,271,136 6,379, 018 $2.892,118 
9.144.777 6.422.952 2,721,825 
10,464,485 .739 343 
11,849,557 4,096,718 
10,963,673 3,262,532 
11,383,165 3.356, 65 37 
10,303.92: 5,168 2,928,755 
8,806,509 6, 280" 302 2,526,207 





Gross and net earnings and working expenses for the seven 
months were all smaller this year than ever before, and the 
decreases from last year and the year before were : 


1883-84. Gross earn. Expenses. Net earn 
ee $1,497,414 = $1.094,.867 $402,547 
Per COUR ac ccciedaccwans ‘ 14.5 148 13.7 

1882-83. 

REE seeds cua settee utaes 2,576, 656 1.746.226 830,430 
POP CORE os siccveaseureusicees 22.6 218 24.7 


Nearly three-fifths of the decrease in gross earnings in the 
last two years occurred this year, but not quite one half the 
decrease in net earnings, the decrease in working expenses 
having been $651,359 from 1883 to 1884 and 41,094,867 
from 1884 to 1885. 

There was a loss of 320,582 on the lease of the New York, 
Pennsylvania & Ohio for the seven months this year, 
against a loss of $226,880 last year, and the income of the 
Erie for the whole system was therefore $2,505,626 this year : 
against $2,701,875 last year, a decrease of only $196,249, or 
7‘4 per cent. This income is to be compared with the net 
earnings previous to last year. , 

The earnings and expenses of the New York, Pennsylvania 
& Ohio for the seven months were: 





1884-85 + 1883-84. Inc. or Dec. P. ec. 

Gross earnings... .$3,028, $3. 526.993 — $498,062 14.1 
Expenses ....... 2,080, o3s 2,625,252 — 544,977 20.8 
Net earnings ... $948,676 $901,761 S761 + $46,915 Ba 2 


Thus the decrease in expenses on this line has been so large 
that there was actually an increase in its net earnings. 

The circumstances are decidedly more unfavorable for this 
road now than they were last year, and it is much more 
likely that for the remaining five months of the fiscal year 
the net earnings will be less, than that they will be more than 
last year. Then 5214 per cent. of the income of the year 
was made in the seven months ending with April. At that 
rate the income this year will be a little less than $4,800,000, 
while the requirements for fixed charges other than inter- 
est on the consolidated bonds, which interest is suspended, 
must be something more than $5,000,000. 








We have so far reports of earnings in May from 25 rail- 
roads, whose aggregate earnings were : 

1885. 1884. Decrease. P. ¢. 
$10,382,718 $11,129,742 $747,024 6.7 

\mong these roads there is but one, the Canadian Pacific, 
which had a very large increase in mileage, and it is also the 
only one witha large increase in earnings. Omitting it the 
decrease is 8}, per cent. Six of the 25 roads have an 
increase in earnings, the larger percentages of in- 
being 12!¢ per cent. by the Hoosac Tunnel & 
Western, 38 by the Canadian Pacific, 141; by the Eastern 
Iilinois, 10 by the Ohio Southern, and 17 by the Rochester 
& Pittsburgh. The large decreases are 24°; per cent. 
by the Central lowa, 24!/ by the West Michigan, 31 by 
the Detroit, Lansing & Northern, and 21%; by the Flint 
& Pere Marquette. 

For five successive years the total May earnings of the fol- 
lowing roads have been: 


WaPMiOGR s .o0e ss cass 


crease 













1881 1#82. 1583. 1854. 1885. 
Ne wrth rn Pac. « 512,705 ba ar S78, 416 $1, — 804 ons _ 
St 5M ixeouctadsi bei vevues $4,552 102,140 728 9s 
Mil ee 1,535,491 1,627,933 2,08%,51 Rpompid sanmone 
©, Ms. acces 1,879,006 2,110,917 2157206 4,076,528 1,977,800 
C.,8t. P.M. & O "B30. 125 402) +82 449,584 513,349 475,600 
4.,C,B. @&N... 1€5,630 109,218 208,672 221) 572 299,334 
1. Cen, in Iowa.... 145,493 143, 55 134483 133,796 
Chic. & Aiton. .-. 048,556 yrs 652,661 584,553 
iit, Cen., Ill. & So. 
RCSL Re 765,294 745,004 738,810 $31,041 
Pe “orla, Pp. & ‘E eecceee oe 55,5) 58,347 60,271 
> 1 146.778 112,309 28,566 
qh . eis Fran.. 274.0 252,000 307,512 319,000 
Flint &P.M.. 2 2/520 175,118 220,400 172,47% 
Loulsy. & Nash 82,726 = 58,150 1,062,348 1,156,109 1,095,187 
Mobile & Ohio nédnes 145,803 164,378 "14197 6 "142774 15110 


The great decrease by the Northern Pacific makes a total 


) decrease of about $1,250,000, or more than one-third, in the 
three spring months. The St. Paul’s decrease follows a 
decrease last year; the Northwestern’s earnings are 
the smallest since 1881, and those of the lowa lines 
of the Illinois Central were the smallest since 1880 
at least. The Chicago & Alton’s decrease is larger 
than it has had heretofore, though not very large; but 
the earnings of the Illinois lines and the Southern Division of 
the Illinois Central are the largest itever had. The Eastern 
Illinois earned considerably more than last year, but less 
than in any other year since 1881, and the Flint & Pere 
Marquette’s earnings were the smallest since 1881. 

Last year, May was a fair month, 71 railroads earning 
per mile 2.8 per cent. less then than in 1883. 


The Chicago . throug h shipments eastward for the week 
ending June 6 were a little greater than the week before, and 
larger than in the corresponding week of any previous year, 
having been, in tons : 

a 880. 1881. 1882. 1853. 1884. 

32,403 40,029 26,762 26,093 50,615 

The decrease from last year is 15 per cent. : 
over 1883 or 1882 more than 60 per cent., 
76 per cent. 

The total shipments in each of the last six weeks and the 
percentage going by each railroad have been : 

Veek ending —————-— 


1885. 
43,083 
the increase 
and over 1881 








May May May May May June 
Tons: 2 9. 16. 23. 30. 6. 
Flour.. 7," 17,041 14.615 9,136 on 980 5,554 
Serer 53,360 43,018 35,691 27,424 30,120 
Provisions........ 8,099 7.117 7,165 6. 995 7,609 
‘| ee 51,788 78,500 64,750 49,992 40,399 43,083 
Per cent: 
C. & Grand T. .. 5.1 4.9 5.9 8.4 91 6.2 
Mich. Cen ....... 18.0 25.7 28.6 28.8 22.7 22.0 
Lake Shore....... 9.4 7.6 14.1 13.8 15.3 16 3 
Nickel Plate...... 63 4.2 7i.G 11.7 11.3 13.6 
Ft. Wayne ... 30.1 21.8 15.6 14.5 15.0 168 
8. i. &?P ... 14.5 92 9.6 6.4 98 7.6 
Balt. & Ohio .. 4.4 82 11.2 13.2 11.2 10.7 
Ch. & Atlantic ... 17.2 5.4 3.4 a9 5.6 6.8 
Total .......... 100.0 1000 100.0 100.0 100.0 100.0 
There was a decrease last week in comparison with the 


week before of 10!; per cent. in flour, but an increase of 10 
per cent. in grain and 9 per cent. in provisions. With the 
exception of the week before the total shipments were the 
smallest of this year with two exceptions. The rates were 
15 cents or less on grain and flour. 

The percentages of the different roads were less irregular 
than in most recent weeks, the most notable features being 
the largeness of the Nickel Plate and the smallness of the Chi- 
cago & Grand Trunk shares. The three Vanderbilt roads 
carried 6114 per cent. of the flour and 56 per cent. of the 
grain, but only 31 per cent. of the provisions : while the two 
Pennsylvania roads carried 46 per cent. of the provisions, but 
only 234 per cent. of the flour and i914 = cent. of the grain. 








There are already signs s of an increase in the corn move- 
ment, the lightness of which in April and May we noticed 
last week. In the last week of May the receipts of the North_ 
western markets were 1,850,000 bushels, which is nearly one- 
half greater than the average for six weeks previous, and in- 
eomplete returns for last week indicate that they were still 
greater then. The receipts are not so large as in some other 
years of heavy movement, but much larger than last year. 








The railroads continue to carry the larger part of the grain 
from the Northwestern markets, in the last week of March 
taking 66.6 per cent. of the whole, while only 30 per cent. 
went by lake and the remainder down the Mississippi. 








The receipts of lumber at Chicago for the first five months 
of the year were 249,338 thousand feet this year, against 
365,364 thousand last year and 253,555 in 1883. Thus the 
receipts this year were 32 per cent. less than last year, but 
only 1!/ per cent. less than in 1883. The decrease in receipts, 
however, has been much greater, doubtless, than the decrease 
in consumption. The consumption has been supplied chiefly 
from the stock on hand at the beginning of the year, which 
was 623,910 thousand this year, against 635,348 last year. 
Thus the whole available supply was 873,248 thousand this 
year, against 1,000,712 last year, a decrease of but 14! per 
cent. The decrease in consumption may not have been at this 
rate even 





Record of New Railroad Construction. 





Information of the laying of track on new railroads in th? 
current year is given in the present number of the Railroad 
Gazette as follows : 

Hanover Hanover & Gettysbury.—Extended 
from Gettysburg, Pa., west to Crone’s, 8 miles. 

Louisville d& Nashville.—The connection between the St. 
Louis and the Hudson divisions is completed by laying track 
from Evansville, Ind., sout! to Henderson, Ky., 12 miles, 

Pennsylevania.—The Lewisburg & — Division is ex- 
tended from Oak Hall, Pa., west to Lemont, 2 miles. 

Syracuse, Geneva & Corning.—A branch is completed 
from Dresden, N. Y., to Penn Yan, 5 miles. 

Williamsport & North Branch,—Extended from 
Mawr, Pa., east by north to Muncy Valley, 3 miles. 

Wisconsin Central.—A branch is completed from Chelsea, 
Wis., to Rib Lake, 6 miles. 

This is a total of 36 miles, making 635 miles thus far 
reported for the current year. The new track reported to 
the corresponding date for 14 years past has been : 


Junction, 
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Miles | Miles 
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1s84. Saas as AT AMEE osSoneceacee asec 3 Ce 
1883... F -.15830 | Ses .. 687 
| [ere pita 3,677 | 18 ES Ree ccatik, Se 
S881 .... fe ee Ul aoe 
1880 eee Lis ep MME DS usvci Lice cscs: .caes 1,27] 
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This statement covers main track only, second or other 
additional tracks and sidings not being included, 
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The Master Car-Builders’ Convention. 





We give below a condensed account of the proceedings of 
the convention of the Master Car-Builders’ Association, 
which assembled at Old Point Comfort, on Tuesday, June 9. 
The account includes the proceedings of the first and second 
days, all that had been received up to the hour of our going 
to press : 

FIRST DAY. 

The Master Car-Builders’ Association met with unusual 
promptness within a few minutes of the hour fixed, 10 a. m. 
The attendance was very large, apparently considerably 
larger than heretofore, in fact so many are present that 
the. Hygeia Hotel, at which the convention is held, is crowded 
full with its complement of 1,000 guests. An especially 
noticeable fact. is the full attendance of representative mem- 
bers. Nearly two-thirds of the whole number, representing 
perhaps 350,000 cars, are in attendance, with others ex- 
pec sted. 

There have been the usual delays and time devoted to 
routine business, which appear to be inseparable from 
such gatherings, so that the only business transacted on 
the first day, in spite of the prompt opening of the meet- 
ing, was an inconiplete discussion on the first report in order, 
that of the committee on a standard form for the tiead 
and flanges of wheels (presented in full below), and an 
inspec tion of the various cars equipped with patent couplers 
and freight brakes. The conse quence of the delay was that 
the meeting for the revision of the ‘* rules governing the con- 
dition of and repairs to freight cars for the interchange of 
traffic” was not called to order until some time after 5, 
p. m., instead of 3p. m. on Tuesday. At this meeting 
several revisions of importance were proposed by members. 
The session continued late in the evening. 

In detail the proceedings of the first session were as fol- 
lows : 

After calling the roll the President, Mr. Leander Garey 
delivered his opening address, dwelling on the depression of 
business, the growing laxity in maintaining cars, the prob- 
able necessity of some clearing-house system to insure good 
faith between the companies, if nothing more, and to the 
special importance given to the recent sessions of the Associ- 
ation by the fact that so many standards were now being 
acted upon. Out of the twelve committee reports to be ac ted 
on five were on proposed new standards. Mr. Garey also 
especially dwelt upon the vital necessity of prompt ac tion on 
the car coupler question, and hoped that the proposed general 
discussion, which was appointed for the second day of the con- 
vention, would be productive of much good. 

The death of David Hoit of the Gilbert Car 
ing Co. was then announced, 
pointed to draft a memoir. 

A number of new member's then signed the constitution. 

An invitation to attend the steam-boat excursion at 3 p. m. 
on Thursday was then accepted. 

Mr. M. N. Forney, Secreta: y, then read his report, which 
stated that the active membership was : Convention of 1883, 
136; convention of 1884, 130 (17 members having been 
dropped for non-payment of dues): convention of 1885, 
132, 15 new members having been added during the year 
previously to the convention, as well as a number subsequent 
to the above summary at the convention itself, as already 
stated. 

The representative membership was : 


Manufactur- 
and the usual committee ap- 





No. members. Cars. 
1883.... She ADawemedeeaied wmla*bece 54 357 030 
ee rer ars 66 439.505 
1885.... 7 (about) 465,000 


This also does not include some who joined at the conven- 
tion itself, but only those who joined previously. 

One associate member has resigned and there is now only 
one, the Secretary, on the list. 

The increase, the Secretary pointed out, was greater in 
fact than it appeared, as all merely nominal members had 
been dropped aud those on the list almost all took an active 
personal interest in the work of the association. 

The financial account stood as follows : 


IE SIN IU Ceo Gia Kiwi seki stad deas es enereeces $1,237.50 





Less due from members. a eee ore 425.00 
Dues in arrears last year........ -... cee cee eee .. $812.50 

Dues in arrears this year......... Sexeeds 707.50 
Cc ash received for dues, 1884 ... . $3,050.00 
~ sales of proc eedings. 54.20 


Half of balance from subscription for last year’s ‘con- 
vention, donated to the Association to be used for re- 
printing old reports....... ....-.- esa mahe 


bo pe OE ee eee eee 
Expenses during year outside of Sec retary's salary. 





Balance paid to Treasurer 


The Executive Committee then recommended that hia for 
the ensuing year be $5, as heretofore. 

Messrs. H. Stanley Goodwin, Robert Miller, G. W. Rhodes, 
F. M. Wilder and R. McKenna were then appointed a nomi- 
nating committee for officers for the ensuing year, and Messrs. 
Snow, Hitchcock and Findley were appoiited a committee 
for selecting a place for the next convention. 

An auditing committee and two others of minor importance 
were then appointed, anda communication read from the 
Master Car-Painters’ Association, asking the sense of the 
Master Car-Builders as to whether painting can be done up 
to the final color coats before the wood finish is put mn, which 

was passed as in order for Wednesday’s session, 

The report of the Committee on a Standard Wheel Tread 

was then read as follows : 
STANDARD FORM FOR THE TREADS AND FLANGES OF WHEELS, 
The Committee to whom the above subject was referred 
recommend the adoption by the Master Car-Builders’ Asso- 
ciation of the form of tread and flange shown in the accom- 
panying engraving as a standard for the treads and flanges 
of cast-iron and steel-tired wheels. 

The Committee also recommend that in fitting wheels on 
axles, the standard distance between the backs of the flanges 
should be 4 ft. 5%¢ in., but that a variation be allowed from 
this dimension of ‘¢ in. each way, making the maximum dis 
tance 4 ft. 5!¢ in., and the minimum distance 4 ft. 514 in. 

The C ‘omeasttes further agreed that the adoption of a limit 
gauge, by which it should be determined whether cars shall 
be received or not in the interc hange of traffic, does not come 
under the jurisdiction of the Me ister Car-Builders’ Associa- 
tion, but should be acted upon by the organization which has 
adopted and annually revises the rules governing the condi- 
tion of and repairs to freight cars for the interchange of 
traffic. 

Members of the Association are requested to come to the 
next annual convention prepared to act on the above recom- 
mendations of the committee. 

H. STANLEY GOODWIN, | 

M. N. Forney, | 

R,. C. BLACKALL, > Connnittee, 
Joun W. CLOuD, 

HERBERT WALLIS, 7 

The ensuing discussion was somewhat general, taking im 
some allied questions The general purport was that it was 
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doubtful if the 2-in. cylindrical tread would be approved by | 
the necessary letter-ballot. 

Mr. CLouD suggested that a preliminary vote be taken on | 
the general question of cone or no cone, in order to deter- | 
mine in advance the probable result of a letter-ballot, and so 
gave a year’s time. 

While the general opinion seemed to be that the proposed 
vote was desirable, it was not reached before the hour fixed | 
for adjournment. 

_Mr. Jonn Kirpy said that there was much misapprehen- 
sion and some very mistaken views as to the real cause of 
sharp flanges. They did not look in the right place for the 
cause. Every sharp flange would be found to be caused by 
extra soft wheels or by badly-matche! diameters, both in 
steel-tired and cast-iron wheels. He had found two paiis of 
42-in. steel-tired wheels recently, both running to the flange 
on one side. He had taken them out and rematched them, 
and entirely cured the trouble. There was not sufficient 
trouble taken to match wheels. 
that there should be two sharp flanges on one axle. 


axle. He had seen a nun ber recently. 

Mr. WILDER agreed emphatically with Mr. Kirby. Mr. 
Ainsworth’s observations I 
wheels. 
measure cure the evil. 

Mr. Bark had very carefully studied the subject, and his 
road had very careful records, and there were few er no 
cases of two sharp flanges on one axle. He agreed decidedly 
with M:. Kirby as to the cause of sharp flanges. He also 


thought a flange 1 in. deep instead of 114 in. was enough. He | 
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i This part of Tread is Cylindrical 
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The Standard Diameter of the Cylindrical part of Chill- 
Molds at A, recommended by the Master Car Builders’ 
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ure; and hence, that any extended discussion would be, on the 
whole, a waste of time. What was actually done was to 
refer the whole question to the Executive Committee, on 
motion of Mr. E. B. Wall, with instructions to consider 
and investigate the whole matter, and to solicit the co- 
operation and financial assistance of the _ railroads 
in so doing, for the employment of experts, making 
of tests and other similar purposes, Another perhaps stil! 


| more positive action—in form at least it was certainly more 


It was almost unheard of | 


Mr. AINSWORTH thought that they were often found on one , 


nad probably been on remated | 
It was usual to remate them in this way and in a | 


,ositive—was the passage of a resolution on motion of Mr. 
ohn W. Cloud, to the effect that it was the sense of this As- 
sociation that the independent action of state legislatures was 
already increasing the danger tolife and limb of employés 
and that any further attempt to prescribe standards by state 
legislatures or state commissioners acting independently of 
each other, would be far more likely to do harm than good, 
On this resolution, the vote was in fact so far unanimous 
that no single person voted ‘‘no” against it and no one 
argued against it. In fact, however, few voted at all, and 
the sense of the convention seemed to indicate simply that 
the great body of those present had no very strong convic- 
tion upon the matter one way or the other, and felt great 
hesitation about taking sides, except as to the general fact that 
something ought to be and within a few years must be done. 
As to the latter, it was clear that the Association was prac- 
tically unanimous, but some members who did not vote on 
Mr. Cloud's resolution expressed in conversation a belief that 
so far as state legislatures had as yet acted on the question, 
they had on the whole done good by helping to concentrate 
general attention on the matter and bring it to a head 
Another matter arose in the second day’s session, which 


also considered bringing the two flat surfaces of the tread to | excited no little interest. For the first time in the history of 
a sharp intersection without rounding off was a great over- | the Association division has arisen as to the choice of officers, 
sight. The speaker also thought that a radius of °{ in. in the | Immediately after the adjournment of the meeting for 


angle of the flange would be better than % in. 


| revision of rules for 


interchange of cars the Secre- 


A warm discussion continued for some time on this ques-| tary surprised great numbers of the members present 


tion, and on whether or not the entirely cylindrical tread | by readmg a communication from J. Hodge, Jos. Townsend | 
The general sentiment | 


would have an injurious effect. 
seemed to be that a little coning, perhaps ,),; in. in the 2 in., 
would be well, although as no vote was taken it is impossible 


to say decidedly what was the real sentiment of the conven- | 


tion. As — the cause of sharp flanges, such opinions as 
were expressly given by some five or six members were all to 
the effect that the cause lay chiefly, if not wholly, in defects 
in the wheel or in bad matching or bad trucks, and not in the 
effect of the rail section, The contrary side was not ex- 
plicitly taken by any member. 

Mr. ForRNEyY, however, explained that in acceding to the 
committee's recommendation that the radius of the corner of 
the flange be % in., he did not waive his own preference for a 
\5-in radius, stating that he did so because the maintenance of 
waymen who had responded to his circular had all expressed 
a preference for a }s-in. instead of a >-in. radius for the cor- 
ner of rails, and by implication that he regarded it as desir- 
able that the radii ofthe flange and the rail corner should 
correspond, 

Mr. ADAMS said that some action in the direction of unifor- 
mity seemed very desirable. Every maker was making his 
wheels of different diameters. 

A motion to adjourn then interrupted the discussion, and 
the members went over to the train, which took them to New- 
ort News, where a number of different patents were ex- 
hibited. 

SECOND DAY. 


On the second day of the convention the forenoon session 
and a good portion of the afternoon session were given 
up to completing the revision of the rules for inter- 
change of cars, and a large number of revisions 
were acted upon, one at least in almost every important sec- 
tion. The general effect of the changes, which will be noticed 
in more detail, was to lower the, prices now fixed for 
cars and parts of cars, to simplify and condense the rather 
mixed schedule of prices now fixed for wheels and axles, 
while yet extending their scope so as to cover many cases 
which occur in_ practice and are not prcperly 
covered by the rules as they stood, and to provide that 
the rules shall be properly studied and _ codified in 
advance by the Executive Committee during the 
—s year, so that all suggestions by any road may have 
been duly weighed and may come before the revis- 
ing body (which hereafter as already voted will be the 
Master Car-Builders’ Association acting as such) with 
carefully weighed recommendations. The discussion on 
all these revisions and proposed revisions was general, vigor- 
ous and to the point, and the voting clean-cut and de- 
cided, there being almost always votes on both sides 
of every proposition, indicating that every member 
was giving the propositions close attention and took a direct 
personal interest in them, as was natural from their great 
business importance. 

Immediately after the Revision meeting the car coupler 
question was taken up. A special meeting to discuss this 
had, as our readers know, been called by a special circular, in 
which all railroad officers and managers and state railroad 
commissioners were especially invited to attend and 
take ut im the discussion. Very few actually 
responded to this invitation; in fact, so far as appeared in the 
public proceedings, only one, the Hon. Wm. McPherson, Jr., 
Railroad Commissioner of Michigan, although one or two 
others were understood to be present but declined to take 
part in the proceedings. Nevertheless, the invitation had ina 
measure committed the Association to holding some kind of a 
general discussion and certainly the ‘‘ car-coupler men ” had 
come to the convention ou the strength of the invitation in 
unusual force; yet at the very opening of the session a reso- 
lution to lay the whole subject on the table came very near 
being adopted. and plainly coincided with a general feeling 





that any attempt at positive action of any kind by the 
_Association as a body woyld be almost foredoomed to fail- 


and Jos. McIlvaine, stating that in accordance with Art. 8, 
Sec. 1 of the constitution (giving the right to any three mem- 
bers to place independent candidates in nomination) they 
nominated Mr. F. D. Adams, of the Boston & Albany Rail- 
road, as President of the Association, and Mr. Wm. 
McWood (as already nominated by the regular committee) 
as First Vice-President. The motive for the opposition ap- 
year's to be in part an idea that a certain interest has undue 


influence in the Association, and in part a feeling that one of | 


the older men should be chosen as President, and that it in- 
volves something of a slight to them to nominate a younger 
man, 
of Mr. Verbryck, who received 50 votes and was elected. 

Up to the close of the second of the three days of tne con- 
vention, th refore, the regular business of the Association as 
such has not been touched at all, except to 
a short and uncompleted discussion in 
of the 12 committee reports to be presented. On 
the following and (if the programme be adhered 
to) final day, the afternoon has already been set 
aside for a sail on the bay, at the invitation of the Chesa- 
peake & Ohio Railroad Co. It goes without  say- 


the first one 


ing that the business of the final day will prob- 
ably be a little crowded, but one work at least has 


been in the main well and carefully done—the revision of the 
intrechange rules, and the discussion of the car-coupler ques- 
tion has at least put it in more hopeful shape for action at the 
next convention 

The reference of the question to the Executive Committee, 
with the request that its report be printed and given general 
circulation one month in eavance of the convention, will in- 
crease the chance of effective action next year. The lack of 
similar preliminary action and discussion this year has 
greatly impeded the rapid progress of business, as has been 
clear in many ways. 

The number of exhibits by manufacturers and inventors 
at this convention is great. We postnone any further note 
of them until another issue, as all were not in place 
until too late for any specific summary of them. For 
much the same reasons we postpoue till our follow- 
ing issue any fuller report of the changes in the inter- 
change rules and following proceedings. As the rules do not 
take effect until Aug. 1, immediate presentation of them is 
less important than that when presented they should appear 
correctly, and the changes in some of the rules were so 
numerous that only the official copy will inswre corrections. 

The Convention decided to meet nextyear in Boston. 

The following committee reports have been received: 


REPORT OF THE COMMITTEE ON A STANDARD HOUSE CAR TO 
CARRY 600,000 POUNDS OF LADING. 


Your committee appointed to report upon a Standard House 
Car to Carry 60,000 Pounds of Lading, beg leave respectfully 
to report that they have agreed upon the foliowing dimensions 
for such a car. and recommend the same for adoption: 


Length over end sheathing............... ............ 35 ft. 
Inside length inclear... ... been buee koe eee 34 ft. 
Width over side sbeathing....................- a 
Width at eaves..... ......... eee ere ere | | 
Height when empty, top of rail to top of eaves....... 11 ft. 4ir. 
Height when empty, top of rail to top of running 
Sees SIT ae ee 11 ft. 10in. 
Height when empty, top of rail to top of brake shaft 12 ft. 10 in. 
— when empty, top of rail to centre of draw- - 
ip. 


e. 2 ft. 
Height when empty, top of rail to bottom of side sill 3 ft. 
Sa errr errr 5 ft 

Body bolster to be of iron, 12 in. wide. 

Distance from centre to centre of trucks.............. 26 ft. Gin. 
Width of doorway in Clear............ ....sse.eeee oe 5 ft. 4 in. 
Width of running board... ...... ................ 2ft.. 4in, 

Your committee would further report as their opinion, 
that the matter of framing and trussing of this car, as 
well as of the framing and trussing in general, is not 
of such a nature as to make it important that the Mas- 


Subsequently Mr. Adams withdrew his name in favor | 


hold | 


Association at its Convention held in Philadelphia in 
T 1882, was 303%in. for 30 in. Wheels, and 33% in. for 33 
in. Wheels. 
v 


|ter Car-Builders’ Association should have a standard, inas 
|/much as uniformity in this would not be greatly advan 
tageous in the interchange of cars and in their repairs 
For the above reasons, and because of the varying prefer- 
ences of the members of this Association, we think it would 
not be desirable for this Association to adopt a standard for 
such framing and trussing. 
| In regard to the matter of a truck for the car on which we 
were to report, it is the opinion of this committee that we 
could not at this time do any useful work in this matter, for 
the reason that there is a special committee of the Association 
appointed to report on trucks of 40,000 pounds capacity, and 
it is our opinion that if the Association decides upon a good 
type of truck of that capacity, it would be desirable to retain 
the same type for cars of 60,000 pounds capacity, with only 
such alterations as might be necessary in the size of its parts, 
i . STANLEY GOODWIN, | 
Joun W, CLovp, | 
LEANDER GAREY. | 
} “4 | 
: oe Committee, 
Wa. McWoon, 
R. McKENNA, | 
R. H. SouLg, | 
REPORT OF THE COMMITTEE ON STANDARD FREIGHT TRUCKS, * 
The previous reports and discussions on this subject are 
found in the printed proceedings of the Association, as 
follows : 
Niagara meeting, 1882, page 54. 
Chicago meeting, 1883, page 79. 
Saratoga meeting, 1884, pages 36, 102, 108. 
The discussions of our previous reports have resulted in 
| instructions, as follows : 
| 1. The truck shall be designed for a car of 40,000 pounds 
| capacity. 
2. It shall be of the diamond type, with cross channels, so 
‘that it may be used with a swinging bolster or a rigid one. 
3. The wheel base shall be 5 ft. 
4. The centres of arch-bars shall be spread laterally 6 ft. 3 
in., as required by the standard axle. 
5. The distance between centres of bolts through journal 
boxes shall be 8 in., as fixed by the standard journal box. 
We have designed a truck in accordance with these instruc- 
| tions, and the plan. is submitted for your approval. 
The drawing is sufficiently detailed to secure uniformity in 
| the construction of the wrought-iron frame and cress cran- 
| nels, 
The smaller details have not been worked out, because that 
| can be done best after the general plan has been discussed 
| and approved, and some of the trucks are built. 
he side frame-bars are 3! in. wide, the arch-bar 1}, in. 
thick, the inverted arch-bar | in. thick, and the pedestal tie 
bar !4 in. thick. 

The frame bolts are 1‘, in. diameter, with a load of 
10,000 Ibs, on each journal ; the stress, per square inch, on 
the arch-bar is 4,000 Ibs., in the inverted arch-bar 5,300 
Ibs., in the bolts through channels 5,700 lbs., and the shear- 
ing in the bolts through the journal boxes is 5,000. 

n the channel-bar at the point of greatest bending moment 
the unit stress is 7,800 Ibs. 

In the trussed bolster, assuming a stress of 10,000 Ibs. per 
square inch in the truss rods, that in the oak is 2,400 Ibs. In 
the rigid bolster the stress in the oak is 1,950 Ibs. per square 
inch. The unit stress on the swing hanger is 4,500 Ibs., and 
the shearing stress in the swing hanger shaft 4,500 tbs. 

The figures show an ample margin for safety in the pro- 
portions of the proposed truck. 

The standard journal box will have the bolt holes enlarged 
for 1\<-in. bolts, and a proper thickness of metal around the 
holes, extending slightly into the box. The truck is arranged 
for convenient application of automatic train brakes, and for 
the ——— of the brake beam between the wheels and 
from the truck frame. 

The brake beam and shoe form the subject of another com- 
mittee, but our plan will admit of almost any form they may 
recommend, 

A number of trucks should be built from the plans pre- 
sented, the best form for the details will then be determined, 
and we trust that a final plan and details may be prepared 
and adopted at the next meeting. 

ROBERT MILLER, j 

J. A. BARR, | 

WILLIAM ForsyTH, | 
| 

| 


Jos. Woop. Committee. 


} Wma. McWoopn. 
H. 8S. BRYAN, 





THE SCRAP HEAP. 


The Accident at Concord—F lying Switches. 

The Massachusetts Railroad Commissioners have rendered 
the following decision on the recent collision at Concord—a 
collision not important in itself, but involving an important 
principle: 

A rear collision on the Fitchburg Railroad occurred June 
6, at Concord. Two cars, as part of passenger train 109 
from Boston to Fitchburg, had taken a special party to Lin- 
coln. These two rear cars were to be detached and held at 
Concord till the arrival of a down train. 

The depot-master at Boston had ordered the conductor to’ 
draw these cars to the station at Concord, where the station 
agent would tell him what to do with them. 

At Lincoln, on the way to Concord, a telegram was re- 
ceived from the Concord station-master, directing that the 
two cars should be cut off on the grade—a space of a mile 
with a down grade of 34 ft.—so that they might be switched 








* The drawing presented with ‘this report has not yet beeu 
received. 
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across the down track. This order the conductor obeyed. 
But the brakeman in charge failed to properly check the speed 
of his two cars, so that the switchman had not time to throw 
the switches after the main train had run by and before the 
two detached cars came on. 

The result was that these cars struck the rear of the train 
while it was discharging its passengers at Concord, injuring 
several of them somewhat by the pai and by bruises. 

1. Rule 64 is as follows: ‘* Cars must not be switched 
when they can be set on side tracks with engine.” This rule 
is only a re-enactment of one of the first laws of safe railroad 
practice. A flying switch of a passenger train, or any part 
of a passenger train, should not be made. This rule the sta- 
tion agent at Concord disregarded. To switch these cars 
would save a little trouble. But there was nothing to justify 
the violation of a positive rule founded on a prudent regard 
for the safety of passengers. 

2. The conductor was justified in obeying the positive order 

of the station agent, who not only had general authority to 
direct him in the Concord yard, but whom he was particularly 
ordered to obey in his di ition of these cars. Literally, 
he was directed to go to Concord and follow the order of the 
agent aS to these cars, He followed the spirit of these direc- 
tions when he obeyed the order of the agent given in advance 
of his arrival at Concord. To have disregarded it would have 
been a dangerous act of insubordination. 
’ When the station agent’s order was communicated to him 
by telegram, he had no reason to suppose that some special 
circumstances called for an exception to the general rule, 
At all events, his duty was to obey his immediate superior ; 
and at this time and place, and for this matter, the station 
agent was his immediate superior. When a new rule shall 
forbid obedience in such a case, and shall absolutely prohibit 
the switching of cars in like circumstances, the duty of a con- 
ductor will be different, 

8. The brakeman did not appreciate the amount of grade, 
and failed to do his utmost in checking the speed of the cars 
in his charge. 

t. The switchman was at his post and did his whole duty 
yromptly. 

; 5. The accident, although fortunately not serious in its 
results, shows the importance of not only enacting, but of 
enforcing regulations against running swicches, and of 
making it understood that the necessity which justifies them 
is a real one and not a mere convenience. And such, as we 
have reason to know, has been the rule of the Fitchburg 
managers for years. 


A (n Ice) Petition. 


The following is a petition dated May 30 last, which was 
handed to Mr. Thomas Walsh, Master Mechanic of the St. 
Louis — of the Louisville & Nashville Railroad, at Mt. 
Vernon, [L.: 

Dear Sir: We, the undersigned, would most respectfully 
suggest that perhaps in the great multiplicity of demands upon 
your valuable time, you may have overlooked the fact that 
exceedingly warm weather has come to us again with its 
sultry and burning heat, producing in the systems of 
your numerous employés (at this point) a_ great 
and exceeding thirst, which causes the necessity of almost 
constantly swallowing large and copious drafts of water. 
\nd the said water being acted upon by the same law of 
nature. heat, becomes warm, insipid and nauseous to the taste 
and debilitating to the system. Also, as you are aware that 
insipid or lukewarm water is a perfect and rapid generator 
of microbes and animalcule which is the living, animate 
germ of that most terrible and most dreaded of all scourges, 
the Asiatic cholera, with which we are at the present time so 
seriously threatened, And considering this matter from a 
pecuniary or business point, that we believe that if the said 
employés are allowed a reasonable quantity of water, made 
pure and palatable by the use of a proper quan- 
tity of ice to produce this result, that our systems 
will be thereby invigorated and _ fortified against 
the attack of disease, thus rendering our ies 
strong and capable of great endurance and manual labor, our 
dispositions cheerful and agreeable, and the muscular system 
ready and willing to bear the burden of the day. Therefore, 
considering this matter from a pecuniary and sanitary stand- 
point, we would most respectfully ask that the several de- 
partments under your authority each be allowed daily such 
a quantity of ice that an economic use of the same will pro- 
duce the desired results hereinbefore named. Therefore, be- 
lieving in the justice of our petition, and the integrity, kind- 
ness and magnanimity of your heart that you will grant us 
this our simple request, we most respectfully subscribe our- 
selves your foremen: E. J. Youne, A. J. Bruntne, A. W. 
PATTON, Jas. YULL, T. J. COVER. 


Train Wreckers in Russia. 


Train wrecking and train robbing are not confined to this 
country, as appears from a cable dispatch from St. Peters- 
burg, Russia, dated June8, which says: ‘ A terrible acci- 
dent occurred on the railroad from Kostoff to Rostoff on the 

tiver Don. A bar of iron was placed across the track by 
robbers, and a train which came along was thrown from the 
rails and demolished. The number of killed and wounded is 
70. The robbers, who were waiting for the smash-up, 
plundered the train. The wounded and other survivers were 
completely terrorized, and could make no resistance.” 


* Pushing the Work.” 


A few days ago a press ee announced that work had 
been begun at Forest City, N. C., on the Gaffney City, Marion 
& Rutherfordton Railroad and that the work would be pushed 
on the grading by the Massachusetts Construction Co., the 
contractor. The charter of the road in North Carolina re- 
quired that work must be commenced by June 1 of this year 
at the latest. A North Carolina paper, anxious to chronicle 
the rapid progress of the road, sent a reporter to find out how 
many miles were already in condition for the rails. He found 
one man diligently employed ‘on the road-bed, with a full 
equ pa of pick, spade and wheelbarrow. He had already 
craded some nine feet of the line, and was going ahead at the 
rate of about two feetaday. The construction force, how- 
ever, had confidence in the future and was not discouraged, 
but said he would have the road finished after a while, if 
they only gave him time enough. The projected line is 225 
miles long. 


A Singular Accident. 

A dispatch from Lockport, N. Y., June 5, says: ‘“ Brief 
reports in the press do not convey a very definite idea of the 
nature of the most unique railroad accident which ever hap- 
pened in Western New York—that on the New York Cen- 
tral & Hudson River Railroad at Lockport, on June 2, by 
which the road was completely blocked ard travel suspended 
more than five hours. A crowd of 5,000 people, which was 
attracted to the spot, lined the banks of the Erie Canal, curi- 
ous spectators of the removal of the wreck. The canal gorge 
below the locks is spanned at chis point by an iron bridge 500 
ft. long and 100 ft. above the canal, over which runs the 
track of the Niagara Falls Division of the Central road. 
While a freight train for Buffalo was crossing this bridge, 
with an eH at the front and rear, the trucks of a car near 
the head of the train jumped the track at the eastern end of 
the bridge, and at the western end the car left the — and 
hung suspended over the canal, being held only by its 





coupling, while its lower end rested on the broken rails of a 
footpath attached to the side of the bridge. Three other cars 
were torn from the train; one remainea on the track of the 
bridge, with one end separated from the truck and projected 
upward; another hung over the bridge on the side opposite 
the first one, but not so as to extend over the canal. A fourth 
car was turned square around upon the track. Trucks were 
torn off in the crash and the ends of the cars splintered, 
while the track was as thoroughly blockaded as if done by de- 
sign. The front and rear cars of the train had in the mean- 
time been drawn off, and in an hour wrecking trains from 
Niagara Falls and Buffalo arrived and set about removing 
the obstructions, This was accomplished without much dif- 
ficulty, except in the case of the car that hung at an angle of 
45 degrees over the lock side of the bridge. Thousands of 
eyes were directed upon the delicate operation of replacing 
this car upon the track, and it was generally anticipated that 
when its movement was commenced its dead weight would 
tear it loose from the grapplings which the wreckers had fas- 
tened to it, and send it thundering down upon the canal tow- 
path 50 feet below, and thence into the canal to obstruct 
navigation. To the great relief of the crowd the suspended 
car was steadily and safely lifted up by the strong machin- 
ery and skillful hands of the trainmen and deposited on a 
platform car on the track. Although the trouble and delay 
caused by this strange accident were great, the damage to 
either the track or the bridge was slight, and the freight was 
but little injured. Fortunately there was no loss of life, nor 
was any person injured, although several men were on the 
foot bridge at the time. Had the accident occurred an hour 
later, when many children would have been crossing the 
bridge returning home from school, the affair might have 
been attended with fatal results.” 


Boy Train Wreckers. 


A dispatch from Bloomington, Ind., June 8, says: *‘* Last 
evening a desperate attempt was made by two boys to wreck 
a south-bound train on the Monon road as it was coming 
around a curve at North Stinesville. A tie had been fastened 
by a stone across the tiack, and the engine was derailed. 

‘*No special damage was done. The names of the culprits 
are Stucky Rogers and Edwin Rogers, and they are not over 
17 years old. They acknowledge their guilt.” 


Railroad Relics. 


The Monthly Reporter of the Railroad Branch, New York 
Young Men’s Christian Association, says: Mr. J. M. Toucey, 
Mr. W. L. Squire and the General Secretary were appointed 
a committee to collect for our branch relics of historic interest 
in connection with the New York Centraland the New Haven 
roads. Mr. Wm. Buchanan, Superintendent of Motive Power 
and Rolling Stock, has kindly given us several very valuable 
articles for our collection. Mr. Toucey has also donated a numn- 
ber of old and rare time-tables and other papers, amongwhich is 
one made out probably by the Superintendent, assigning crews 
for trains, in which Mr Toucey’s name appears as conductor. 
J. J. Herrick was baggage-man; John Goving, Edward Ash- 
ley and Elliot Carpenter were brakemen. Next to Mr. 
Toucey’s crew comes that of Mr. Cadwell, as follows: Wilber 
Thurber, baggage-man; J. E. Hull, H. Hemmingway, James 
Weeks and A. Whyland as brakemen. The date of this docu- 
ment is May 19, 1855 or 56. Space forbids further mention 
of the curiosities. Call and see them.” 


Railroad Young Men's Christian Association. 
The Monthly Reporter of the New York Branch, which has 
its headquarters at the Grand Central Depot in that city, re- 
ports a rapid increase of members and —— prosperity. 
ectures have lately been delivered by Hon. Chauncey M. 
Depew on ‘‘ Poetry and Politics in the British Isles,” and by 
Rev. Mr. Fletcher on ‘‘ Camp and Field.” Both were largely 
attended. 
Fast Time on the Water. 


The ‘‘ Mary Powell,” for a long time the fastest boat on the 
Hudson River, has been beaten at last in a fair race, although 
by a boat of much less size and entirely different build. The 
‘* Mary Powell” has a record of 26 miles in a single hour and 
of 100 miles in 4 hours, which, it is claimed, is the fastest 
long run ever made on the water. The new racer is the 
screw steam yacht ‘‘ Stiletto "—95 ft. long and 11 ft. beam— 
built by Herreshoff Brothers, of Providence, R. I. The race 
(on June 10) was from the 23rd street pier in New York to 
Sing Sing, a distance of 30! miles, which was run by the 
‘* Stiletto” in 1 hour 17 minutes—24!4 miles per hour—and 
by the ‘‘ Mary Powell” in 1 hour 23 minutes—22'4 miles an 
hour. The time was not especially fast, but the wind and 
tide were both against the racers, a circumstance very favor- 
able to the smaller boat. 


General Railroad Mews. 





MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Oregon Railway & Navigation Co., annual meeting in 
Portland, Or., June 15. 

St. Paul & Duluth, annual meeting, in St. Paul, Minn., 
June 15. 

Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Central, of Georgia, 2 per cent., semi-annual, payable June 
25. The June dividend last year was 244 per cent., and the 
December dividend 3 per cent. 

Chicigo & Northwestern, 2 per cent., quarterly, on the 
preferred stock and 314 per cent., semi-annual, on common 
stock, ewe June 27, Transfer books close June 9. 

Fitchburg, 24 per cent., semi-annual, payable July 1, to 
stockholders of record on June 15. 

Lehigh Valley, 1% per cent., quarterly, payable July 15, 
to stockholders of record on June 18. 

Manhattan, 144 per cent., quarterly, on the consolidated 
stock, payable July 1. 

Missouri Pacific, 124 per cent., quarterly, payable July 1. 
Transfer books close June 20. 

Morris & Essex (leased to Delaware, Lackawanna & West- 
ern), 3!¢ per cent., semi-annual, payable July 1. 

New York & Harlem (leased to New York Central & Hud- 
son River), 4 per cent., semi-annual, payable July 1. 

New York, New Haven d& Hartford, 5 per cent., semi- 
annual, payable July 1. 

Old Colony, 344 per cent., semi-annual, payable July 1, to 
stockholders of record on June 5. 

Western Union Telegraph, 114 per cent., quarterly, pay- 


able July 15. Transfer books close June 20. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Master Mechanics’ Association will hold its annual 
convention in Washington, beginning on Tuesday, June 16. 

The American Association of Train Dispatchers will 
hold its annual convention in Denver, Col., on Tuesday, June 


6. 
The Association of Railway Telegraph Superintendents 








will hold its annual meeting in Cleveland, O., on Wednesday, 
June 17. 

The Car Accountants’ Association will hold its annual 
convention in Minneapolis, Minn., beginning on Tuesday, 
June 23, 

The American Society of Civil Engineers will hold its an- 
nual convention at Deer Park, Md., beginning on Wednesday, 
June 24. 

The General Baggage Agents’ Association will hold its 
half-yearly meeting in St. Paul, Minn., on Wednesday, July 
15. 

The National Association of General Passenger & Ticket 
Agents will hold its next half-yearly meeting in New York, 
at 11 a. m., on Tuesday, Sept. 15. 

Foreclosure Sales. 
The Austin & Northwestern road was sold under fore- 
closure in Austin, Tex., June 3, and bought for $150,000, by 
W. B. Ishman, of New York, as agent for the bondholders. 
The sale included the road only and not the equipment. The 
road is of 3-ft. gauge, and extends from Austin to Burnett, 
60 miles. 
Car Accountants’ Association. 

Mr. Frank M. Luce, Vice-President, has issued the following 
circular: 

‘* Tt is the desire of the undersigned that the members of 
the Car Accountants’ Association and their families, who in- 
tend to go to Minneapolis via Chicago, should rendezvous at 
the Grand Pacific Hotel, where special rates have been made. 
Free omnibuses furnished for the occasion, through the 
courtesy of Mr. Frank Parmelee, will leave the Grand Pacific 
Hotel for the Chicago & Northwestern Railway depot at 1:15 
p. m., Sunday, June 21. Mr. Parmelee will also convey the 
members and the families from the Chicago & Northwestern 
Railway depot back to the Grand Pacific Hotel upon their 
return to Chicago, Sunday, June 28, at 8 a. m. There will 
be no demand made for tickets or money by the omnibus 
company between the Grand Pacific Hotel and the Chicago & 
Northwestern Railway depot, in either direction, when we go 
asa body. The inclosed tickets are intended to be used by 
our members when they come into or depart from Chicago by 
the various roads, 

‘* The special train will leave Minneapclis, Saturday, June 
27, at 9 a. m., arrive at St. Paul at 9.30° a. m., where the 
train will remain until 3 p.m. Between the hours of 9.30 
a.m. and 1 p. m. a carriage drive will be taken about St. 
Paul, and a dinner will be served at a hotel in St. Paul at 1 
» m. The complimentary pass issued by the Chicago & 
Northwestern Railway has two coupons attached, If any 
member should reach Chicago too late for the special train, 
the coupon, ‘ Chicago to Minneapolis,’ will be honored upon 
any passenger train until June 24. If any member should be 
obliged to leave Minneapolis before or after me ogg June 
27, the coupon, ‘Minneapolis to Chicago,’ will be honored 
upon any passenger train until June 30.” 

American Society of Civil Engireers. 
The following additional circular in relation to the annua! 
convention has been issued by the Secretary : 

The arrangements for the convention remain as stated in 
the previous circular. To secure the arrangements for 
transportation and for hotel accommodation members who 
intend to be present and have not already notified the Secre- 
tary should do so at once. 

The sessions at Deer Park will be held as announced. The 
excursion to the Cheat River Grade, Kingwood Tunnel, Tray 
Run Viaduct, and other points on the Mountain Division of 
the Baltimore & Ohio Railroad, will probably occur on 
Thursday. There will be a banquet on Friday evening. 

The Baltimore & Ohio Railroad Co., over its entire system, 
also including the Ohio & Mississippi Railroad from St. Louis 
and Louisville, will sell round-trip tickets for one fare going 
and returning. This will extend to Baltimore and Washing- 
ton on the east, and Cincinnati, Chicago, St. Louis, Louis- 
ville, Pittsburgh, Columbus and Toledo on the west. The 
p:esentation of a certificate signed by the Secretary of the 
society will secure these tickets. 

All members wishing to secure reduced transportation be- 
tween New York or Philadelphia and Baltimore, en route 
to the convention, should notify the Secretary at the earliest 
possible moment, as a special order from the railroad for this 
purpose has to be secured through the Secretary for each 
person. 

Upon the presentation of these orders at an office of the 
Pennsylvania Railroad in New York or Philadelphia tickets 
can be secured at round trip rates to Baltimore and return at 
2 cents per mile. 

Members on lines of New York Central and West Shore 
Railroads can avail themselves of the present low rate of 1 
cent per mile to New York. From New York the above- 
mentioned orders can be secured if notification is sent to the 
secretary in time. 

No arrangements have yet been secured east of New York. 

The following papers have been presented in addition to 
those previously announced: 

Power Brakes for Freight Engines and Cars: William P. 
Shinn. 

Railroad Organization: Charles Latimer. 

Cause and Prevention of the Decay of Building Stones: 
Thomas Egleston. 

New Method of Making Conventional Signs on Topograph- 
ical Maps: J. A. Ockerson. 

Rainfall and Rain Gauges. Presentation of a few data: 
Robert Fletcher. 

Specifications for Strength of Iron Bridges: Joseph M. 
Wilson. 

English and American Railroads Compared: E. B. Dorsey. 

Vibration of Bridges: 8S. W. Robinson, 

A number of written discussions on other papers have been 
received. 

The report of the Committee on the Preservation of Timber 
is ready, and will be presented and discussed. 





American Society of Civil Engineers.—At the regular 
meeting June 3, the following candidates were elected mem- 
bers : Ellery Cushing Appleton, Canajoharie, N. Y.; Norman 
Wilder Eayrs, Newport, R. I.; John Douglas Fouquet, Fish- 
kill, N. Y.; Francis Vinton Greene, Washington; Edlow 
Wingate Harrison, Jersey City, N. J.: Robert Woolston 
Hunt, Troy, N. Y.; William Cornell Jewett, Cincinnati, O. ; 
Charles Roberts Johnson, New York; Jonathan Parker Snow, 
Woonsocket, R. I.; Denning Jarves Thayer, New York. As 
Junior, William Barnard Fuller, Glendive, Montana. 


Brooks Locomotive Works.—The following circular is 
dated LCunkirk, N. Y.,June1: ‘‘Mr. J. H. Setchel, late 
General Master Mechanic of the Ohio & Mississippi Railway, 
has been appointed Superintendent of the Brooks “omotive 
Works. In assuming the duties of such position he will, 
under the direction of the President, have charge and con- 
trol of the mechanical operations of the company, and is also 
empowered to make and sign contracts.” 


Burlington, Cedar Rapids & Northern.—At the annual 
meeting in Cedar Rapids, Ia., May 26, the following -direc- 
tors were chosen for three years: J. Carscaddin, C. D. 
Close, C. J. Ives, T. J. Potter. The board re-elected |. J. 
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Ives, President; Robert Williams, Vice-President ; H. H. 
Hollister, Treasurer; 8S. 8S. Dorwart, Secretary and Assistant 
Treasurer. 


Cairo, Vincennes & Chicago Line.—The present list of 
officers is as follows: Anthony J. Thomas and Charles E 
Tracy, Receivers, New York; Samuel P. Wheeler, General 
Manager; N. 8S. Pennington, Traffic Manager; R. I. Farring- 
ton, Treasurer; R. Oliver, Assistant Auditor; A. G. Ed- 
wards, Car Accountant; with offices at Cairo, Ill.; J. M. 
Gill, Trainmaster; A. Vantuyl, Master Mechanic; H. Dun- 
lap, Superintendent of Bridges; with offices at Mt. Carmel, 


Camden & Atlantic.—The following circular from Vice- 
President W. J. Sewell is dated Camden, N. J., June 1: 
** Mr, John Whittaker has been appointed Assistant General 
Freight Agent, vice Walter Freeman, resigned. Appoint- 
ment to date from April 1, 1885.” 


Champaign & Havana Line.—The officers of this line are 
as follows: Anthony J. Thomas, Receiver, Drexel Building, 
New York City; M. A. McDonald, General Manager; J. 
Caldwell, Superintendent; J. J. Fletcher, General Freight 
and Ticket Agent; H. F. Fletcher, Treasurer and Paymaster; 
J. W. Elliott, Auditor; M. A. McDonald, Purchasing Agent. 
Drafts for balances should be made on H. F. Fletcher, Treas- 
urer. General offices, Urbana, Ill. 


Chicago, Burlington & Quincy.—Mr. C. F. Resseguie is 
appointed Superintendent of the Illinois lines, with office in 
Galesburg, [Il, in place of J. D. Besler, promoted. Mr. 
Resseguie was for a long time on the Chicago & Northwest- 
ern, but has been on this road 9 years, most of the time as 
Chief Clerk to Vice-President T. J. Potter. 


Chicago, Milwaukee & St. Paul.—At the annual meeting 
in Milwaukee, June 10, the following directors were chosen: 
Alexander Mitchell, John Plankinton, Milwaukee; Philip G. 
Armour, Chicago; Jason C. Easton, Mankato, Minn. ; Selah 
Chamberlain, Cleveland, O.; Hugh T. Dickey, Peter Geddes, 
Joseph Millbank, Wm. Rockefeller, James Stillman, Abra- 
ham R. Van Nest, Julius Wadsworth, James T. Woodward, 
New York. The only new director is Mr. Armour, who suc- 
ceeds the late S. 8. Merrill. The board re-elected Alexander 
Mitchell, President; Julius Wadsworth, First Vice-President; 
John B. Dumont, Second Vice-President; Roswell Miller, 
General Manager; P. M. Myers, Secretary; R. L. Jennings, 
Treasurer. 

Chicago _& Northwestern.—At the annual meeting in 
Chicago, June 4, the following directors were chosen for 
three years: 8. F. Barger, Chauncey M. Depew, A. G. Dul- 
man, Albert Keep, D. 8. Kimball, Marvin L. Sykes; for two 
years to fill vacancies, John I. Blair, Wm. K. Vanderbilt: 
for one year to fill vacancy, Horace Williams. 

The board elected Albert Keep, President; M. L. Sykes, 
Vice-President, Secretary and Treasurer; M. Hughitt, Second 
Vice-President; J. B. Redfield, Assistant Secretary and As- 
sistant Treasurer in Chicago; 8S. O. Howe, Assistant Secre- 
tary and Assistant Treasurer in New York; Albert Keep, W. 
L. Scott, A. J. Dulman, C. M. Depew, H. McK. Twombley, 
S. F. Barger and D. P. Kimball, tixecutive Committee. 


Chicago & Northwestern. Proprietary Lines.—At the 
annual meeting in Chicago, June 4, officers were chosen as 
below : Dakota Central.—President, Albert Keep ; Vice- 
President, M. Hughitt; Secretary, J. B. Redfielc; Treasurer, 
M. M. Kirkman. Fremont, Elkhorn & Missouri Valley.— 
President, M. Hughitt; Vice-President, Albert Keep; Secre- 
tary, J. B. Redfield: Treasurer, M. M. Kirkman ; Chief En- 
gineer, J. E. Ainsworth. Missouri Valley & Blair Rail- 
road & Bridge Co.—President, M. Hughitt; Vice-President, 
P. E. Hall ; Secretary, J. B. Redfield ; Treasurer, D. P. 
Kimball. Prinecton d& Western.—President, Albert Keep; 
Vice-President, M. Hughitt: Secretary, J. B. Redfield ; 
Treasurer, M. M. Kirkman. Sioux City & Pacific.—Presi- 
dent, M. Huzhitt; Vice-President, M. lL. Sykes ; Secretary, 
J. B. Redfield ; Treasurer, M. M. Kirkman. Winona & St. 
Peter.—President, Albert Keep: Vice-President and Treas- 
urer, M. L. Sykes ; Secretary, J. B. Redfield. 


Chicago, St. Paul, Minneapolis d&} Omtha.—At the an- 
nual meeting in Hudson, Wis., the old board was _ re-elected 
with one exception, James H. Howe, of Kenosha, Wis., beg 
chosen to succeed A. H. Wilder, of St. Paul. 


Cincinnati & Green River.—The officers of this road are : 
President, E. Zimmerman, Cincinnati; Vice-President, Lowe 
Emerson, Cincinnati; Secretary, R. A. Holden, Jr., Cincin- 
nati; Treasurer, John J. Perkins, Cincinnati; Superintend- 
ent, George B. Harper, Yosemite, Ky.; General Freight and 
Passenger Agent, H. D. Emerson, Yosemite, Ky.: Master 
Mechanic, F. 8S. Biggs, Yosemite, Ky. 


Cleveland, Lorain & Wheeling.—Mr. Charles H. War- 
burton has been appointed Master Mechanic of this road. 


Des Moines & Fort Dodge.—At the annual meeting in New 
York, June 4, the following directors were chosen for three 
years: R. G. Agnew, H. H. Hollister, David Stewart. Mr. 
Hollister is a new director, succeeding John L. Ludlum. 


Grand Trunk.—Mr. Thomas Tandy is appointed Through 
Traffic General Freight Agent, Western District, and his 
office is removed from Hamilton to Detroit. He will have 
charge of the company’s through traffic, via the Detroit, 
Port Huron and Niagara frontiers (other than that dealt with 
by the Chicago & Grand Trunk executive). Mr. Tandy will 
also have charge of the company’s arrangements for their 
main line, on all lines (except those owned or operated 
by the company) west of the Detroit & St. Clair Rivers. 
Mr. John Earls will have charge of freight business 
east of the Detroit and St Clair Rivers and west 
of Toronto, including the western freight to and from 
that city, and the local business of the district with the 
United States lines. His headquarters will be at Toronto. 
Mr. Arthur White, headquarters Toronto, is placed in charge 
of the freight business between Montreal and Toronto, includ- 
ing the Midland system, the traffic from and for Toronto and 
the east, and the traffic for and from Montreal and the west. 
Mr. A. Burns takes charge of the freight business of the Mon- 
treal & Champlain, the Champlain Junction, the Lachineand 
the main lines east of Montreal. His headquarters will be at 
Montreal. The official title of Mr. Earls, Mr. White, and Mr, 
Burns will be District General Freight Agent. 


Green Bay, Winona d& St. Paul.—The Farmers’ Loan & 


Trust Co., of New York, being in possession of the road as; & 


trustee, as heretofore noted, Gavin Campbell is Agent for 
Trustee, General Manager and Purchasing Agent; 8S. W. 
Champion, General Freight and Passenger Agent; F. W. 
Froemke, Cashier. Ticket reports should be enclosed to W. 
C. Wheelock, Ticket Auditor, Green Bay, Wis. 


Louisiana & Missouri River.—This company, whose road 
is leased to the Chicago & Alton, has chosen directors as fol- 
lows: Wm. H. Bliss, John J. Mitchell, ,R. P. Tansey. St. 
Louis; John Crerar, Chicago; Charles P. Horton, Henry 
Cabot Lodge, Arthur R. Silsbee, Boston. 


Maine Central.—Mr. W. 8. Eaton is now General Freight 
Agent, with office in Portland, Me. He was formerly Gen- 
eral Western Agent of the road. 


Milwaukee, Lake Shore & Western.—At the annual 
meeting in Milwaukee, Wis., June 10, the following directors 
were re-elected for three years : W. N. Hinman, Daniel Par- 
rish, Charles G. Ramsey, F. W. Rhinelander. The board 
re-elected F. W. Rhinelander, President; Joseph R. Bush, 
Vice-President. 

Missouri, Iowa & Nebraska.—Mr Thomas Thacher, of 
New York, has been appointed Receiver of this road, hereto- 
fore part of the Wabash system. 


Mitchell, Orleans, Paoli, West Baden d& French Lick.— 
The directors of this new company are : George W. Burton, 
Mitchell, Ind. ; J. W. Kennedy, Seymour, Ind.; George W. 
Campbell, Hiram E. Wells, French Lick, Ind.; John C. 
Albert, James M. Andrews, W. F. Osborn, B. D. Riley, 
Andrew J. Rhodes, John R. Simpson, Amos Stout, James F. 
Stucker, Paoli, Indiana. 


New Brunswick.—General Manager F. W. Cram has issued 
a circular announcing that the road will hereafter be oper- 
ated in two divisions. The Northern Division will include 
that portion north from McAdam Junction and from New- 
burg Junction to Gibson. Mr. John Stewart has been ap- 
pointed Superintendent of this division, with headquarters at 
Voodstock. The Southern Division includes the section from 
St. John to Vanceboro, the Fredericton Branch and the line 
from McAdam Junction to St. Stephen and St. Andrews. 
This division has been placed under H. D. McLeod as Super- 
intendent. 


New York, Chicago & St, Louis.—Mr. C. D. Gorham has 
been appointed Superintendent of the Western Division, with 
office in Fort Wayne, Ind., in place of A. H. Evans, resigned. 
Mr. Gorham has served as Division Superintendent on the 
Pittsburgh, Fort Wayne & Chicago, and the Chicago & 
Northwestern, and more recently as General Superintendent 
of the New York, West Shore & Buffalo. 


New York, Texas & Mexican.—Mr. C. 8S. Wells is ap- 
inted Auditor, with office in Victoria, Texas, in place of 
. Sichel, resigned. 


Pennsylvania, Slatington & New England.—Mr. Wm. V. 
a has been appointed Receiver of this unfinished 
road, 


Peterboro & Hillsboro.—At the annual meeting, May 29, 
the following directors were chosen: John G. Campbell, 
Hillsboro Bridge, N. H.; Wyman Pattee, Enfield, N. H.; 
Alvah W. Sulloway, Franklin, N. H.; George E. Todd, Con- 
cord N. H.; Augustus E. Scott, Lexington, Tees ; Josiah H. 
Benton, Jr., G. A. Kettell, Boston 


St. Louis & Kansas City Air Line.—This company was 
organized at a meeting held in Columbia, Mo., June 3, when 
the following directors were chosen: E. M. Edwards, Wm. B. 
Steele, La Fayette County. Mo.; J. H. Cordell, A. T. Palmer, 
Saline County, Mo.; J. D. Tolson, P. B. Williams, Howard 
County, Mo.; Oden Guitar, J. H. Waugh, Boone County, 
Mo.; T. B. Harris, D. M. Tucker, Callaway County, Mo.; E. 
M. Hughes, Montgomery County, Mo.: W. B. Hale, Warren 
County, Mo.; Mitchell Castle, St. Charles, Mo. 


St. Louis, Salem & Little Rock.—At the annual meeting 
in Salem, Mo., June 2, the following directors were chosen : 
H. A. Crawford, E. S8. Foote, R. 8. Hays, H. M. Hoxie, St. 
Louis ; W. L. Scott, Erie, Pa.; A. L. Crawford, New Castle, 
Pa.; Jay Gould, New York. 


Seioto Valley.—The following circulars from Receiver 
Robinson are dated Columbus, O., May 29: 

‘‘Having been appointed Receiver of the Scioto Valley 
Railway Co., I hereby assume the charge and control of all 
property of said company. Allheads of departinents, agents 
and employés will continue in their respective positions until 
otherwise ordered, and will hereafter report to J. Robinson, 
Receiver.” 

** To connecting lines: Please make freight, ticket, express 
and mileage reports from May 1 to 29, inclusive, to the Scioto 
Valley Railway Co., and from May 30 to 31, inclusive, to 
the Receiver. Drafts and remittances for the above should 
be made separately to J. Robinson, Receiver.” 


Southern Pacific Co.—Mr. C. A. Grow having resigned, 
to take effect June 1, Mr. N. H. Foster is appointed Auditor 
of the Motive Power and Machinery Department of the Pa- 
cific system of this company. 


Sweedesboro.—This company (whose road is leased to the 
West Jersey Co.) has elected Samuel Black, President: R. L. 
Ashhurst, J. H. Bradway, Henry C. Clark, D. B. Gill, Ma- 
thew Gill, Wm. Knight, Edwin Stokes, Isaac H. Vanne- 
man, directors; D. B. Gill, Secretary and Treasurer. 


Syivania.—The officers of this company are as follows: D. 
C. Bacon, President; R. J. Davant, Treasurer, Savannah, 
Ga.; John C. Dell, Vice President; E. J. Thomas, Superin- 
tendent; J. F. Lovette, Secretary and Assistant Treasurer, 
Sylvania, Ga. 


Vermont & Massachusetts.—At the annual meeting in 
Boston, June 3, the following directors were chosen : Edward 
L. Davis, James A. 4 teorge F. Fay, Francis Goodhue, 
Wm. H. Hill, DanielS. Richardson, Thornton K. Ware. The 
road is leased to the Fitchburg Company. 


Washington, Ohio & Western.—At the annual meetin 
recently the following were chosen: President, Archer N. 
Martin; directors, R. T. Barton, G. H. Bates, U. L. Boyce, 
A. G. Campbell, H. D. Cooke, F. M. Colston, H. 8. Cum- 
mings, C. H. Clark, H. Heaton, C. E. Kimball, W. G. Oak- 
man, T. C. Woodbury. 

Wichita & Western.—Mr. F. M. Hill is appointed Super- 
intendent, with office in Wichita, Kansas. 


Wisconsin Central.—Mr. D. G. Wegg, for some time past 
Assistant to the Vice-President, has been appointed General 
Solicitor of this company. 








PERSONAL. 





—Mr. Eli Culverhouse has resigned his position as General 
pany gl of the Kansas & Gulf Short Line, to take effect 
uly 1 next. 


—Mr. A. H. Evans has resigned his pate as Superin- 
tendent of the Western Division of the New York, Chicago 
St. Louis road. 


—Mr. D. W. Campbell has resigned his office as Assistant 
State Engineer of Colorado,to accept a position in the Bridge 
Department of the Union Pacific road. 


—Mr. Luther Wright, for many years a banker in Oswego, 
N. Y., died in that city June 9, — 86 years. He was one 
of the builders of the Oswego & Syracuse road and was in- 
terested in other enterprises. 


—Mr. F. J. R. Carulla, F. C. 8., late General Manager of 
the Landore Siemens Steel Works, is in this country, making 


a tour of inspection of the railroads on behalf of the Patent | Ex 


Shaft & Axletree Co., makers of wheels, axles, etc.. at Wed- 





nesbury, England, 


—Mr. Charles G. Gay, Auditor of the Marquette, 
Houghton & Ontonagon Co., disappeared from his home in 
Marquette, Mich., May 25, and three days later his body was 
found in the woods near that city, he having taking his own 
life during a temporary fit of insanity. 


—It is reported that Mr. A. J. Cassatt, formerly Vice-Presi- 
dent of the Pennsylvania Railroad Co., has been offered the 
position of Receiver of the New York, West Shore & Buffalo 
road, It isstated that Mr. Cassatt has not yet accepted or 
declined the position, although he has gone so far as to make 
certain conditions upon which his acceptance will depend. 


—Mr. Thomas C. Purdy has resigned his position as Vice 
President and General Manager of the Mexican Nationa- 
Railway. Mr. Purdy has had charge of the company’s af- 
fairs in Mexico through a very trying period of its existence, 
and has conducted them with ability and success. He leaves 
the road in very much better condition than he found it, so 
that his successor’s work will be comparatively easy. 


—Mr. George H. Frick died in Baltimore, June 9, aged 58 
years. He was for a number of yearsa merchant in that 
city, but later gave up his time chiefly to street railroads and 
telegraph enterprises. He was for a little overa year Manager 
of the Baltimore & Ohio Tae, and was also for a time 
Manager of the Baltimore & Ohio Express, but resigned his 
position with that company to resume the management of the 
street railroads in Baltimore. 


—In Fayetteville, N. C., June 5, the employés of the Cape 
Fear & Yadkin Valiey road assembled at the general offices. 
and presented Capt. James 8. Morrison, late Chief Engineer 
and General Superintendent, with a handsome silver tea set 
beautifully engraved. The presentation speech was made by 
E. T. B. Glenn, Chief Clerk and Car Accountant, expressing 
to Capt. Morrison the high respect that the employés had for 
him and their appreciation of his kindness to them while he 
was in office. ‘o this Capt. Morrison replied with much 
feeling, accepting the gift and assuring the employés that 
oy sg he went his heart would always be full of gratitude 
to them. 


—Mr. Mark T. Seymour died May 30, at his residence, in 
New York, age 65 years. As a contractor, especially for the 
construction of wooden railway bridges, Mr. Seymour was 
known in nearly every state of the Union. He was born at 
Stillwater, N.:Y He hada contract for bridges on the 
Erie road, which was his first work of importance; the old 
Portage Bridge, the highest wooden bridge in the world, was 
built by him. In 1861 Mr. Seymour had several important 
contracts in Virginia, which the war compelled him to give 
up. Later he had large contracts for bridges on the Union 
Pacific and the Massachusetts Central roads, beside some im- 
portant street contracts in New York. 








TRAFFIC AND EARNINGS, 


Coal. 
Anthracite coal tonnages for the five months to May 30, as 
given by the weekly statements of the companies, have been 
as follows for eight years past: 









Tons. | Tons. 
ERR Tore oe ee 9,784,879 
1884 ... 10,882,670 | 1880............ ... 8,328,540 
188: nn 1.932707 | U8. 9, 
1882 eras | fa err 5 





The decrease this year from last is 469,098 tons, or 
cent.; from 1883 it is 1,269,195 tons, or 10.8 per cent. The 
tonnage this year is still larger than that reported for any 

ear before 1883. Although prices are low, the trade may 
better this year than had been expected. 

Bituminous tonnages reported for the five months to May 


30 are: 

1885. 1884. Ine. or Dec P. e. 
Cumberland, all lines.... 1,061,989 1.027.514 L 34475 3.3 
Huntingdon & Broad Top — 73,6127 81237 D. 7,610 94 
Barciay R R &CoalCo.. 102,598 145,944 D. 40.946 284 
Pennsylvania R. R.: 


CROC ssasn+n0 cxacene 1,273.068 1,261,136 I. 11.932 909 
Penn and Westmorel’d 491,431 485,281 D. 93,80 193 
Minor districts......... 646.359 617.207 I, 29,152 47 


Total ....... .......... 3,549,472 3,616,319 D. 66.817 1.8 


The greatest decrease here shown is in the gas coals of the 
Westmoreland District. Part of this is due to a temporary 
stoppage of production by a strike of the miners. 

Coke tonnages reported for the five months to May 30 are : 


1885. 1884. Ine. or Dec. P. ¢. 
Southwest Penna. R R.... 789,615 937,625 0.141010 15.1 
Other districts, Pa. R. R.. 233.470 207,298 L 26.172 12.6 
Connellsville, via Pa.R.R. 32.644 149,497 D. 116.853 78.0 








Sn a ae 1,055,729 1.287,420 D. 231.691 18.0 


The decrease in coke tonnage has continued steadily through 
the year. 

The anthracite coal tonnage of the Shamokin Division, 
Northern Central road, for the five months was 369,689 :; 
last year, 389,835 ; decrease, 20,146 tons, or 5.2 per cent. 

San Francisco coal receipts in May were 76,932 tons; for 
five months, 382,811 ; last year, 337,715; increase, 45,096 
tons, or 13 3 per cent. The chief point of note this year has 
been unusually large receipts of Australian coal. 

Actual tonnage passing over the Pennsyivania & New York 
road for the six months of its fiscal year from Dec. 1 to May 
30 was : 


1885. 1884. Dec. P. c. 

Anthracite....... 552.342 593,455 41,143 6.9 
Bituminous ...... 124,664 173,811 19.147 28.2 
UND ease adeecs 677,006 767,296 90,290 11.8 


The larger part of the anthracite is received from the 
Lehigh Valley road, of which this line is an extension. 
Cumberland coal shipments for the week ending June 6 
were 55,284 tons. Total to June 6 this year, 1,117,274; last 
year, 1,102,325; increase, 14,949 tons, or 1.3 per cent. 
Pennsylvania Railroad coal tonnage for the week ending 
June 6 was: , 





Coal. Coke. Total. 1884. 
Line of road......... 171,364 47,153 218.517 200.158 
From other lines .... 64,171 119 64,2090 62,340 
inst 05s o. 600+ 00 235,535 47.272 282,807 262,488 
Year to June 6... ... 4,595,500 1,075,944 5,671,444 5,643,071 


Increase for the week, 20,319 tons, or 7.8 per cent.: 
increase for the year, 28,373 tons, or 0.5 per cent. 


Cotton. 


Cotton movement for the week ending June 5 is reported as 
follows, in bales : 


Intertor markets: 1885. 1884. Ine. or Dec. P.c. 
Receipts... ... ceccsecs seces . 98,268 5,854 D. 2.599 44.0 
Shipments... ...... ... palns amon 9,124 1399 D. 4,795 34.3 
Stock, June &............ceeeees 51,941 56.109 D. 4,168 7.4 

Seaports : 

MOCO. 02. os cee crcocese »--- 3,917 12,584 D. 8,667 68.8 
POTTS ...55  . cevessccccccoers 20.356 13.673 L 6.683 48.8 
Stock, June 5 .. ...... ........427,841 459,707 D, 32.366 7.1 





The total movement from plantations for the crop year 
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(from Sept. 1) to June 5 is estimated at 5,588,335 bales, 
against 5,613,299 last year, 6,864,241 in 1882-83, and 
5,279,634 in 1881-82. 

Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows : 


Five months ending May 31: 
1885. 





1884. Ine. or Dec, P.c 
Boston, Hoosac 

Tun: & W.si5%; $171,583 $158,717 1. $12,866 8.1 
Bur.,C R. & No. 1,183,466 1,072,295 1. 111,171 10.4 
Canadian Pacific. 2,593,378 1,547,383 I. 1,045,995 67.6 
Central Iowa..... 480,415 572,240 D. 91822 16.1 
Chi. & Alton .... 3,043,585 3,197,787 D. 154,202 4.8 
Chi. & Nor’west. 8,727,654 8,672,452 I. 55,202 0.6 
Chi., St. P., Min. 

& Omaha... .... 2,038,932 2,227,035 D 188,103 8.4 
Chi. & W. Mich.. 474,900 634,814 D 159,914 25.2 
Det., Lat, & No 445,189 569,400 D y 21.8 
Flint & Pere M.. 772.084 1,033,597 D 25 2 
Lilinois Central... 4,371,749 4,056,520 I. 7.8 

Towa lines...... 04,162 670,350 ~D.z 9.9 
Long Island...... 885,182 845,800 I. 4.6 
Louisv. & Nashv. 5,788,357 5,523,886 1. 4.8 
Mil., L.8. & W.. 449,248 444,956 I. 0.9 
Mil. & Norihern. 225,783 207,655 I. 8.7 
Mobile & Ohio.. 810,678 836,350 D 3.1 
Northern Pacific. 3,588,226 4,842,263 D. 23.9 
Ohio Southern... 174,899 178,480 D 2.0 
Peoria, Dec. & E. 277,281 312,588 D 35,5 11.3 
Roch. & Pitts.... 440.571 387,528 =. 538,043 13.6 
Sc. P. & Duluth . 364,589 382,941 D 18,352 4.8 


Four ere ae April 30: 








Ches.,0. & S 475,476 $410.989 I. $64,487 15.7 
Net earnings 125,804 58,512 I. 72,292 138.0 
Chi., Bur. & Q 8,298,579 7,557,712 L 740,867 9.8 
Net earnings 3,612,619 3,323,600 I. 289,019 8.7 
Cin., Ind., St. L. 
| ee 778.173 691,974 L. 86.199 12.4 

Net earnings... 307,046 278.93 1. 28,956 10.4 
L. Rock & Ft. 3S.. 181,419 168,852 I. 12,667 7.4 
Lt. Rock, M. R. & 

DOE avsvesn odes 108,299 107,369 I. 930 0.9 
Mobile & Ohio... 685,559 693.576 D. 8,017 1.2 

Net earnings. . 135.830 182,081 D. 49,251 25.4 
N. Y., L. Erie & 

Western. ...... 5,723,601 6,286,580 D. 562,979 9.0 

Net earnings... 1,039,615 929,087 I 110,528 10.8 
Union Pacific.... 7,201,607 7.154.466 1 47,141 0.7 

Net earnings... 2,242,113 1,981,954 I. 260,15) 13.1 
Utab Central..... 236,527 303,174 D. 66,647 21.8 

Net earnings... 88,955 99.760 D. 10,805 10.8 

Three months ending March 30: 

California South. ce tacs | habeas She 

Month of March: 

Cahfornia South. er rrere 

So. Pacific, Cal... ee OR Ae | balan ek 
So. Pacific, N. M. BR okaahaday 1 hgemcanse 
So. Pacific, Ariz. RR NS SA ee 

Month of April: 

Ches.,0O.&S. W. $119,244 $109,760 i $9.484 8.6 

Net earnings... 32,786 17,531 I 15,255 87.2 
Chi., Bur. & Q.... 2,065,070 1,832.45. I 232,619 19.7 

Net earnings... 869,461 645,205 I 224,258 34.7 
Cin., Ind., St. L. 

Ciasieanescs 180,999 197,821 D. 16,822 8.4 

Net earnings... 54,021 79.974 D. 25.953 32.4 
Ft. Worth & D.. 31,490 42,558 D. 11,068 26.0 

Net earnings... 12,575 22,094 D. 9519 43.3 
L. Rock & Ft. S.. 36.960 41,110 D. 4.150 10.1 
L. R., M. R. & T.. 16,989 23,127 D. 6.138 26.7 
Maine Central.. . 233,020 230,026 L. 2,994 1.3 

Net earnings. . 97,420 91.4¥6 I. 5,994 6.6 
Mobile & Ohio... 128,428 167,790 D. 39.362 23.4 

Net earnivgs. .. *8,062 36,154 D. 44,216 = 
N. Y Erie & 

Westera.... ... 1,469.012 1,727,434 D. 258,422 15.0 

Net earnings... 269,013 392,465 D. 123.452 31.5 
Ohio & Miss.... 288,964 306,476 D. 17,512 5.7 

Net earnings... 67,323 438,225 I 24,098 56.0 
Union Pacific... 1,987,191 2,116,519 D. 129,328 6.1 

Net earnings... 653,890 868.357 D. 214,467 24.7 
Utah Central.... 52.755 70.858 D 8.103 25.8 

Net earnings... 20,330 17,461 I 2.869 16.8 

Month of May: 

Boston, Hoosac 

pe > ae $35,671 $31,613 I. 12.5 
Bur., C. Ra& No. 239,384 221,572 L 8.0 
Canadian Pac. .. 586.813 424,559 I. 38.2 
Central Iowa..... 88,562 117.840 1D, 7 24.8 
Chi. & Alton . 588,553 653,661 D. 65,108 9.9 
Chi. & Nor’west. 1.960,871 2.076.829 D. 115,958 5.6 
Chi., St. P., M. & 

Omaha,........ 484,907 513,349 D. 28,442 5.5 
Chi. & W. Mich 103,420 137.009 D. 33,589 24.6 
Det., Lan. & No. 91.904 132.993 D. 41,089 30.9 
Flint & Pere M.. 172,472 220.490 D. 48.018 218 
lllinois Central. . 831,041 788,810 I. 42,231 5.3 

Iowa lines .... 133,796 134,333 D. 537 0.4 
Long Island..... 218,27% 220,535 D. 2,262 1.0 
Louisv. & Nash.. 3,095,187 1,156,109 D. 60,922 5.7 
Mil, L. 8.& W.. 94,980 95 634 Dz 654 0.7 
Mil & Northern. 45,248 45,437 D. 189 0.4 
Mobile & Ohio... 125,119 142,774 D. 7,655 123 
Northern Pacific. 895,403 1,287,805 D. 392,402 30.5 
Ohio Southern. .. 31.845 28,988 TL. 2,857 9.9 
Peoria, Dec. & E. 50,271 57,347 D. 8.076 13.9 
Roch. & Pitts. 99.234 84,756 I. 14,478 17.1 
St. P. & Duluth. 87,198 100,723 D. 13,525 13.5 

First week in June: 

Chi., Mil. & Si. P. $487,000 $429,347 1. $7,653 1.8 
Long Island..... 69.554 67,248 TL. 2,306 3.4 
St. L. & San Fran 67,000 78,400 D. 11,400 14.5 


* Deficit. 

Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Trunk Line Presidents’ Meeting. 
A meeting of the trunk line presidents was held_at the Com- 
missioner’s office in New York, June 9. The Lackawanna 
and West Shore roads were not represented. President 
Newell, of the Lake Shore, was present and reported the 
action of the Chicago roads in their attempt to reconstruct 
the east-bound freight pool. The plan proposed, which was 
not made public, was approved by the meeting. It is under- 
stood that there was a general discussion of the situation with 
a view to some arrangement for the advancement of rates, 
but no action was taken, and the meeting finally adjourned 
until June 12. , 
Passenger Meeting. 

The passenger department of the Joint Executive Committee 
met in New York, June 9, when there was a general discus- 
sion as to the principles and method of arbitration to be 
adopted in the formation of the new pool. No action was 
taken, however, and the meeting is to continue probebly for 
several days. No action was = a on the second day also. 


Passenger Rates. 

At a meeting of general passenger agents held in Chicago 
last week, it was resolved that + ag pm lines should take 
no cognizance of the cut rates in selling through tickets from 
Western points through Chicago to New York and other 
Eastern cities. It is understood that several of the lines have, 
in consequence of this action, instructed their agents to in- 
form purchasers of tickets that, while they cannot under the 
agreement, sell through tickets to New York at less than 
schedule rates, lower rates can be obtained by purchasing 
tickets in Chi i 

A different action wastaken by the Chicago, St. Louis & 








Missouri River Association at a meeting held in Chicago, 
June 9, when it was resolved that the through rates from 
Omaha and other Missouri River points to New York should 
be made in accordance with. the cut rates from Chicago to 
New York. The rates from Omaha, for instance, being made 
in accordance with the present nominal rate of $17 first and 
%14 second-class from cine to New York. 


New Passenger Jiines. 


Arrangements have been made for the opening of a new pas- 
senger line between St. Louis and St. Paul, by way of the St. 
Louis, Keokuk & Northwestern, the Burlington, Cedar 
Rapids & Northern and the Chicago, Milwaukee & St. Paul 
roads. Through passenger and sleeping cars will be run by 
this route. 
East-Bound Freight Rates. 

Continued cutting of freight rates is reported from Chicago, 
and the papers of that city state that grain has been taken at 
4 and 5 cents below the nominal rate of 15 cents per 100 Ibs. 
to New York, and that several large shipments have been 
made on the 11-cent rate. 


RAILROAD LAW. 


The State as a Stockholder—Legislative Author- 
ity Over Reorganization. 


In the case of Marshall against the Western North Carolina 
Co., the North Carolina Supreme Court holds as follows : 

1. Where the state is a stockholder in a railroad company, 
it is bound by the provisions of the charter in the same man- 
ner as av individual. It has no advantage as a stockholder 
on account of its sovereignty, for by becoming such it lays 
aside its character as sovereign and places itself on a footing 
of equality with the individual stockholders. 

2. The property of a corporation belongs to it, and not to 
the stockholders. They only have an interest in such property 
through their relation to the company, and in this respect the 
state is like any other stockholder. So, where an act of the 
General Assembly provided for a sale of the state’s interest in 
a railroad company in which the state was a stockholder, it 
was held to be only a sale of the stock. 

3. Whether such sale would vest in the purchasers of the 
state’s stock all the powers and privileges which the charter 
of the company had conferred on the state: quaere ? 

4. An act of the Legislature which provides that, ina 
certain contingency, the stockholders of an existing corpor- 
ation shall reorganize asa new corporation, which changes 
the amount of the capital stock, and provides for the 
stockholders in the existing corporation by reserving a 
certain amount of the stock for them in the corporation to be 
formed, creates a new corporation, and is not an amendment 
to the charter of the one already in existence. In such case 
it is immaterial that the new corporation is called by the 
same name as the old one. 

5. Quaere whether the Legislature has power to compel 
the stockholders in the old corporation to re-organize asa new 
company ; but if they do so voluntarily, the new corporation 
is regularly and legally formed. 

6. In such case, the organization of a new corporation at 
once dissolves the old one. 

7. If there are creditors of the dissolved corporation under 
these circumstances, they may cause the property of the de- 
funct corporation to be applied to their debts by means of a 
receiver. 








OLD AND NEW ROADS. 


Alexandria & Fredericksburg.—Surveys are being 
made for a branch from this road at West Alexandria, Va., 
along the Potomac to Mount Vernon, a distance of 10 miles. 
It is said that this branch will be built during the present 
season, the object. of course, being to secure the large excur- 
sion travel to Mount Vernon which now goes by the river 
steamboats. 


Atlantic & North Carolina.—At the approaching 
annual meeting of this company the question of leasing the 
road will be decided. Propositions will be submitted from 
the Richmond & Danville Co., which already leases the 
North Carolina Railroad, and from the Wilmington & 
Weldon Co. The last named company’s purchase of the 
Midland North Carolina road is supposed to have had direct 
reference to this lease, and may also possibly have been 
made in order to prevent the lease of the road to the Cape 
Fear & Yadkin Valley Co. The road extends from Golds- 
boro, N. C., through Newberne to Morehead City, 95 miles, 
and a controlling interest in it is owned by the state of North 
Carolina. It has a debt of $225,000 in 6 per cent. bonds. 


Baltimore & Ohio.—The argument before the commit- 
tee of the Philadelphia City Council on the proposed ordi- 
nance permitting the construction of this company’s line 
through the city, has been continued from day to day through 
the week, prominent counsel having appeared on both sides, 
and a large amount of testimony having been submitted. 
There has been a great deal of feeling manifested on both 
sides, and large public meetings have been held both in favor 
of and against the new line, and apparently nearly the whole 
adult population of Philadelphia has signed petitions either for 
or against the new line. The principal opposition, of course, 
comes from the Pennsylvania Railroad Co., although there 
are local property interests which will be injured and which 
are of course opposed to the construction of the road. The 
general feeling seems to be, however, that the two lines pro- 
posed by the company have been well chosen so far as injury 
to property is concerned, and that it wouid be difficult to 
locate a road into the city which would interfere less with 
existing interests. 


Boston & Lowell.—Contracts have been let for the 
grading and masonry of the new Woburn loop line, and the 
contractors begin work at once. This branch leaves the main 
line at Worcester, 8 miles from Boston, runs through Wo- 
burn village and rejoins the main line at Wilmington. The 
length of the loop will be 3 miles. _ It is to be built with dou- 
ble track, and, when completed, will be used as part of the 
main line, through trains using the new road. 


Buffalo, New York & Philadelphia.—A conference 
was held in Buffalo, June 5, between Receiver Gardner and 
representatives of the holders of the second-mortgage bonds, 
on which default was made in the June interest. The Re- 
ceiver explained that his failure to pay was due to the fact 
that he had not been able to secure the necessary order of 
court, the Master, to whom the matter was referred, not 
having had sufficient time to examine into the matter. He 
stated that it was his intention to pay the interest as soon as 
possible. On the part of the bondholders it was stated, that 
while they were willing to grant a reasonable time, they must 
insist on receiving their interest in full. They were willing 
to give the Receiver 20 days in which to make the 
necessary arrangements, but if the interest was not paid at 
the expiration of that time, the trustee would receive in- 
structions to proceed with the foreclosure of the mortgage. 
As this mortgage covers the original Buffalo, New York & 
Philadelphia road only, its foreclosure would result in the 
breaking up of the consolidation by which the present com- 
pany was formed. 





California Southern.—The earnings of this road, 130 
miles, now controlled by the Atchison, Topeka & Santa Fe, 
for the first quarter of the year were: 


1885. 1883. Increase. P.c. 

JANUSTY........... sess FBO $6,835 $2,087 30.7 
February. ............ 9,665 6,111 3,544 59.0 
March Se edness wcll aie 8,686 1,431 16.5 
Quarter... .. ... . $28,694 $21,632 $7,062 32.6 
SNE iss 3 She tacos 221 166 55 32.6 


Comparison is made with 1883, because in the first quarter 
of last year the road had no earnings, having been closed by 
wash-outs, which did great damage to the line. 


Central, of Georgia.—The Savannah Times of June 6 
says: ‘‘ As announced in our columns yesterday afternoon, 
the directors of the Central Railroad & Banking Co. met in 
the city yesterday and declared a semi-annual dividend of 
only 2 per cent. on the capital stock of the corporation. This 
is the smallest dividend which this road has declared for many 
years, and inasmuch as a large number of our people 
are interested in the stock, and many depend upon 
it for their main source of income, the reason why 
the dividend was so small becomes a matter of very wide- 
spread interest. Everybody desires to know whether ic was 
due to the fact that the road and its properties had not made 
enough money to pay the dividend of 214 and 3 per cent semi- 
annually that it has been usually declaring of late years, or 
whether it was purposely reducing dividends with the object 
in view of saving up money to pay for the branch roads in 
South Carolina and elsewhere which it has recently pur- 
chased and contemplates constructing. 

‘* Regarding the first, we learn from authority which cannot 
be disputed that the cause of this small dividend is entirely 
due to the road and its properties not having made the 
money necessary to pay alarger one. We are informed that 
for some year past, under the rates allowed by the railroad 
commission, the road proper has not earned enough to pay 
any dividends, but has had to depend on outside investments 
—mainly the Ocean Steamship Co.—for that purpose. The 
business of that company has materially fallen off of late 
months as compered with what it was formerly. The Ocean 
Steamship Co. is not alone in this, as nearly all transporta- 
tion companies, and in fact all lines of business without ex- 
ception, have been, of late, more or less unprofitable. This 
is the plain reason why the dividend yesterday was only 2 
per cent. 

‘** Concerning the using the earnings of the road and depen- 
dencies for the purchase and construction of branch lines and 
feeders, either in South Carolina or elsewhere, Capt. Raoul 
himself emphatically denies that such is the case, and says 
that not one cent of the earnings of the road has been ex- 
pended, or will be expended, in that direction. It is abso- 
lutely necessary, he says, that the Central system should own 
and control feeding lines. Under the old condition of affairs, 
when each of these smaller lines was independent they 
brought a great deal of business from Memphis, Nashville. 
Mobile and other Western and Southern points to Savannah. 
Now, however, this is radically changed, and the Central 
gets next to no_ business from those points. The 
reason for it is that under the present practice of 
forming railway combinations a number of these small roads 
have been absorbed by the Louisville & Nashville and other 
trunk systems, and their business has been diverted from 
Savannah and the Central to points on the lines of those sys- 
tems. It is, therefore, absolutely necessary for the Central 
to do likewise, and control its own feeders, form its own sys- 
tem, and make that system as far-reaching and profitable as 
possible. It may, therefore, be remarked incidentally that 
the South Carolina feeders alluded to, from McCormick’s, on 
the Augusta & Knoxville road, to Anderson, along the val- 
ley of the Savannah, and from Laurens Courthouse, on the 
same road, to Spartanburg, will’ open up to the Central a 
splendid region of country, and greatly increase its value and 
earning capacity. Neither of these lines, however, are to be 
paid for out of the earnings of the Central, not a dollar of 
which is to be used for that purpose.” 

Chicago, Burlington & Quincy.—The report that 
this Company intends to build westward from Denver is re- 
newed, and it is said that its engineering parties are at work 
on a line from Denver, by way of Hot Springsand the Grand 
River, to Grand Junction; its object, according to these 
rumors, being to build from Denver to Grand Junction, and 
secure control of the Denver & Rio Grande Western from 
that point to Salt Lake City and Ogden. These reports have 
been circulated many times before and have always been 
denied by officers of the company, who say that it has no in- 
tention of building any new road west of Denver. 

The company’s statement for April and the four months to 
April 30 is as follows: 


———-—-Apri].—-——~, ~——-Four months.-—— 
1885. 1884. 885. 1884. 

Freight........ $1,512,151 $1,271,695 $6,321,622 $5,534,300 
Passengers ..... 420.154 435,373 1,444,249 1,595,572 
Mail,etc......... 182,765 125,383 532,708 427,840 
Total... .. ... $2,065,070 $1,832,451 $8 298,579 $7,557,712 

Expenses........ 1,195.609 1.187.248 4,685,960 4.234112 
Net earnings.. $869.461 $645,203 $3,612,619 $3,323,600 

Per cent. of exps 57.9 64.8 56.5 56.0 


For the four months the increase in gross earnings was 
$740,867, or 9. 8 per cent., and in expenses $451,848, or 10.7 
per cent., leaving a gain of $289,019, or 8.7 per cent., in net 
earnings. The increase in gross earnings was almost entirely 
in freight. 

Chicago, St. Paul, Minneapolis & Omaha.—The 
suit brought by this company against Messrs. Porter and 
others, to recover damages for an alleged issue of stocks 
without consideration, has been withdrawn, and it is stated 
that the circumstances attending the issue have been satisfac- 
torily explained by the parties against whom the suit was 
brought. 

Cincinnati, Hamilton & Dayton.—In Cincinnati. 
June 5, the Superior Court granted the petition of Hugh J. 
Jewett for the transfer of the Hafer suit to the United States 
Circuit Court. The Court, however, directed that the re- 
straining order preventing both Mr. Jewett and the New 
York, Lake Erie & Western Co. from voting on the pooled 
stock remain in force until some action is taken thereon by 
the United States Court. It is stated that the case cannot, in 
the regular course of business, be reached in that court until 
the fall term, and the injunction against the voting on the 
pooled stock will therefore remain in force until some time 
after the annual election. If this is the case, the next board 
will be chosen by the stockholders outside of the pool. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
This company’s statement for April and the fiscal year 
from July 1 is as follows: 








1885. 1884. Inc. orDec. P.c. 

ST RP eer rere $180,999 $197,821 D. $16,822 8.4 

Expenses........ ale 126,978 117,847 I. 9131 7.6 
Net earnings............ $54,021 $79,974 D. $25,953 32. 

Fixed charges.... otae 50,000 50,083 D. 83 0.2 

Surplus. ...... ........ $4,02L $29,801 D. $25,870 86.5 

Surplus to March 31...... 271,383 194,862 I. 76,521 39.2 





| 


Tota] surplus, 10 mos... $275,404 $224,753 L $50,651 22.5 








The earnings in April suffered, like those of all roads simi- 
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larly situated, from the extremely low rates now prevailing on 
all through freights, and on some local business also. 


Cincinnati Northern.—At a meeting of the bond- 
hoiders in Cincinnati, June 4, five trustees were selected to 
purchase the property at the coming foreclosure sale. The 
trustees are instructed to organize a new corporation and to 
convey the property to it as soon asthe sale is confirmed. All 
bondholders who sign the agreement before the sale will join 
in forming the new corporation. 


_ Cleveland, Indiana & St. Louis.—The manager, who 
is operating this road for the purchasers at the foreclosure 
sale, has let contracts for the extension of the road from its 
present terminus at Noblesville, Ind., west to Lebanon, about 
25 miles. The people of the towns along the line have voted 
$80,000 in aid of this extension. The manager has secured 
new rolling stock sufficient to operate the road. 


Denver & Rio Grande.—The Philadelphia Press says: 
“The foreign bondholders of the Denver & Rio Grande 
Railway Co. have issued a modified plan of reorganization 
under foreclosure, which differs in a few respects from the 
originally formulated scheme. They propose to convert of 
the old issues $6,382,500 of first mortgage 7 per cent., the 
overdue coupons to be paid in cash, into the issues of the new 
eee ag also $19,740,500 of first consolidated 7 per cent 
bonds into new consolidated bonds bearing 4 per cent interest, 
commencing with July 1, 1886. The difference in interest 
and unpaid coupons up to July, 1886, inclusive, to be com- 
pensated by the issue of $700 of new 5 per cent preferred 
stock, each $1,000 old 7 per cent consolidated bond receiving 
a eo new 4 per: ent bond and $700 of 5 per cent preferred 
Ss *K. 

‘* The plan also provides for the conversion of the 32,500,000 
general mortgage bonds as follows : 90 per cent in new 5 per 
cent. preferred stock, holders paying 214 per cent. cash assess- 
ment, or 80 per cent. without assessment ; for unpaid cou- 
pons, 80 per cent. in the preferred stock, not exceeding $10 in 
all. The outstanding equipment bonds, amounting to $3,600,- 
000, are to receive new 4 per cent. consolidated bonds 
dollar for dollar, the interest payable in cash up to July, 
1886. In addition, the certificates bearing 6 per cent. inter- 
est are to receive $400 in the new 5 per cent. preferred stock, 
and the 7 per cent $600. If the equipment Veesdibolders do 
not accept these terms an amount not exceeding $3,500,000 
of 5 per cent. bonds prior in lien to new consolidated bonds 
is to be created so far asis necessary for the purchase of equip- 
ment. The $38,000,000 of capital stock is to be exchanged 
for new common stock, and pay an assessment of $8 per share, 
receiving in return $16 in new 5 per cent. preferred. 

‘* The new company is to issue $35,000,000 of first mortgage 

4 per cent. consolidated gold bonds, to run 50 years from 
January 1, 1886. Ofthese bonds $6,382,500 are to be set 
aside against the outstanding first mortgage bonds of the old 
company, with power to issue these bonds at a higher rate 
of interest, but not to exceed 7 per cent. To the holders of 
outstanding consolidated bonds $19,740,500 of the new issue 
are to be given ; $3,600,000 to the equipment holders, and 
$5,277,000 to be retained in the treasury for future capital 
requirements. Then $24,343,950 of 5 per cent. preferred 
stock, non-cumulative with voting power, is to be used as 
follows : $13,818,350 to holders of old consolidated bonds. 
«gainst reduction of interest and overdue coupons to and in- 
cluding July, 1886 ; $2,500,000 to holders of general mort- 
gage bonds ; $280,000 to the holders of $700,000 of the 6 
per cent. equipment bonds, against the reduction of interest ; 
$1,665,600 to the holders of $2,776,000 of the 7 per cent. 
bonds, and $6,080,009 to the holders of the common stock, 
against the assessment. In addition to these amounts, 338- 
009,900 of common stock, with voting power, is to be issued 
dollar for dollar. 

‘** The plan further provides that the first board of the new 
company is to be nominated to the extent of two-thirds by 
the consolidated bondholdersand the preferred stockholders, 
the common stock naming the remaining third. At the an- 
nual elections for the four succeeding yeers, this arrange- 
ment is to be carried out, after which date, or in the event 
of the full payment of interest on the preferred stock having 
been made for two consecutive years outof net earnings, the 
control of the road is to pass into the hands of the stock- 
holders of both classes. The confidential circular is signed 
by Howard Gilliat and James Steuart, and is dated No 2. 
Suffolk Lane, London, E. C., May 12, 1885.” 


EUsworth, McPherson, Newton & Southeastern. 
—Work is progressing well ou this new line, and its completion 
from Eldorado, Kan., northwest to Newton, about 35 miles, 
is expected next month. 

Fort Worth & Denver City.—This company’s state- 
ment for April and the six months of the fiscal year from 
Novy. 1 to April 30 is as follows: 








— —Aprii.- —— — —Half-year.—— 

5 i 1885. 1884. J884-85. 183-84. 
Earnings ........... .$31,490 $42,558 $173,223 204,787 
Expenses.... ........ 18,915 20,464 94.063 118,790 
Net earnings.... ...$12.575 $22,094 $79,160 $85,997 
Percent. ofexps...., 60.9 47.9 54.4 57.9 


For the half-year the gross earnings decreased $31,564, or 
15.4 per cent., and the expenses $24,727, or 20.8 per cent., 
leaving a decrease of $6,837, or 8.0 per cent., in net earnings. 


Fort Worth & Rio Grande.—This company has 
filed articles of incorporation in Texas to build a railroad 
from Fort Worth to Brownwood, a distance of 127 miles. 
A branch 40 miles long to Coleman is also proposed. 

Fort Worth, Waxahachie & Sabine Pass.—This 
company is organized to build a railroad from Fort Worth, 
Tex., southeast to Waxahachie, where connection will be 
made with a branch of the Houston & Texas Central road. 
The distance is about 45 miles, and the company receives a 
considerable subsidy from Fort Worth, in return for which 
it promises to complete the road this year. 

Hanover Junction, Hanover & Gettysburg.—This 
company has completed the laying of tracks on an extension 
of its road running from Gettysburg, Pa., westward 8 miles 
to Crone’s. The new line passes through a tract of fine farm- 
ing country and reaches a large body of timber land from 
which considerable business is expected. It is built on the 
grade of what is known as the old ‘* Tapeworm” road, which 
was graded by the state of Pennsylvania a number of years 
ago. 

Kentucky Central.—The strike of the freight train- 
men on this road ended last week by the virtual surrender of 
the strikers, who have accepted the 10 per cent. reduction in 
wages ordered by the company. The strikers failed to secure 
tae codperation of the engineers, a committee of the latter, 
after conference with the managers of the road, having re- 
ported that, in the present condition of business, the reduc- 
tion was unavoidable. Most of the striking trainmen re- 
turned to work, although a few concluded to leave rather 
than submit, and freight traffic over the road has been fully 
resumed. 

Lake Erie & Western,—In the United States Circuit 
Court in Toledo, June 4, the sale of this road was ordered to 
satisfy a judgment of $330,000 in favor of George J. Mc- 
Gourkey. The sale is to take place within 60 days, and the 
road is to be sold subject to the several mortgages existing; 
that is, the purchaser under this sale will own simply the 


stockholders’ interest in the line and the claims of the bond- 
holders will be unimpaired. 


Little Rock & Fort Smith.—The month of April the 
Jand department of this road sold 2,060 acres for $7,297. 
The sales to the end of April were 11,623 acres, for $41,853, 
an increase of 11 per cent. over last year. 


Louisville & Nashville.—The connection between the 
two portions of this company’s line from Nashville to St. 
Louis, which has hitherto depended on the steamboat transfer 
across the Ohio River, between Evansville, Ind., and Hen- 
derson, Ky., has been completed by the construction of 
the bridge over the Ohio at Henderson jand the building 
of the railroad may oy Indiana side of the river from Evans- 
ville to the bridge. The last span of the bridge was completed 
June 4, and the new connection will be ready for use by 
July 1, when a formal opening will take place. The com- 
= of the rail connection and the abandonment of the 

t transfer will considerably shorten the time between St. 
Louis and Nashville, and after the formal opening an entire 
new schedule of trains will be arranged. The construction 
of this bridge was projected by the St. Louis & Southeastern 
Co., which built the line from St. Louis to Evansville, but 
nothing practical was done until the road into posses- 
sion of the Louisville & Nashville Co. e new line from 
Evansville to Henderson, including the bridge, is about 
12 miles long, and the principal cost has been the construc- 
tion of the bridge. 


Maine Central.—This company makes the following 
statement for April and the seven months of the fiscal year 
from Oct. 1 to April 30: 





--——— April.-—--—  ——-Seven months.—-— 

1885. 1884. 1884-85. 1883-84. 
MONEE. 500650055 $233.020 $230.026 $1,522,818 $1.526,181 
Expenses......... 135,600 138,600 1,018,320 1,045,710 
Net earnings.. $97,420 $91,426 $504,528 $480,471 
Iuterest and rentals eeaehtgese. aeeenee) | ee 490,953 
BEES ccividnenca: wevesantsstecesenmaane $13,230 $10,482 


The seven months show a decrease in gross earnings of 
$3,333, or 0.2 per cent., with a decrease in expenses of $27,- 
390, or 2.6 per cent., and a resulting gain in net earnings of 
$24,057, or 5.0 per cent. The first half of the fiscal year gen- 
erally shows a deficit, which is more than made up by the in- 
creased business of the summer and fall. 


Marietta Mineral.—This road is now open for business 
from Marietta, O., to Big Run, a distance of 25 miles. The 
road is built on the old line of the Marietta & Cincinnati, 
which was abandoned several years ago, when the new shor 
line was completed. . 


Memphis & Charleston.—At Memphis, Tenn., June 4, 
this company filed a suit in chancery to break its lease to the 
East Tennessee, Virginia & Georgia. The complainant avers 
that the placing of its property under the control and manage 
ment of a receiver would, in fact, be an assignment or trans- 
fer of the lease, which is unlawful. The defendant company 
has utterly failed to take up the obligations of the Memphis 
& Charleston, according to the contract. When the coupons 
due July 1, 1884, and Jan. 1, 1885, fell due, the defendant 
failed to take them up and the complainant did so by means 
of private indorsement with parties in New York, to prevent 
a foreclosure. On May 2 last the complainant made a formal 
demand of the defendant for the return of all its properties, 
which was refused. ‘The complainant prays that a receiver 
be appointed, and that said lease and amendment be declared 
null and void ab initio. 


Mexican National.—Dispatches from Mexico state that 
President Palmer, who is now in that country, has devised a 
plan for the completion of the road. His plan provides for 
the surrender by the present first-mortgage bondholders of 
their prior lien on the road and the issue of a new first mort- 
rage for $10,000,000, the bonds to be offered to capitalists in 
Mexico. It is claimed that Mr. Palmer has assurances that 
they will be taken in that country, and that the whole mat- 
ter depends upon the actjon of the present bondholders. A 
good many of these, however, object to surrendering their 
present lien, and it may be difficult to secure the necessary 
consent, 


Michigan Central.—Notice is given that the $1,277,000 
Jackson, Lansing & meme first-mortgage bonds maturing 
July 1 next will be paid on and after that date at the office 
of the Farmers’ Loan & Trust Co. in New York. The cou- 
pons of that date will be paid at the office of the Union Trust 
Co. in New York. 


Midland North Carolina.—This road has been sold to 
the Wilmington & Weldon Co. It is understood that the 
price paid was $66,000, which is something less than the cost 
of the rails. The road was commenced several years ago, and 
was intended to run from Goldsboro, N. C., toSalisbury. It 
is completed from Goldsboro to Smithfield, 22 miles, the line 
——— nearly parallel with that of the North Carolina Rail- 
road. 


Minneapolis, Lyndale & Minnetonka.—A petition 
asking for the foreclosure of the mortgage and the appoint- 
ment of a receiver has been filed in the United States Circuit 
Court in St. Paul, Minn., by the Farmers’ Loan & Trust Co., 
of New York, trustee. This road is of 3 ft. gauge, and runs 
from Minneapolis to Excelsior, on Lake Minnetonka, 20 miles, 
with a branch 6 miles long. The funded debt is $250,000 
and the interest is in default since October last. 


Mobile & Ohio.—This company makes the following 
statement for April and the ten months of its fiscal year from 
July 1 to April 30: 








_ April -——-.. ——-Ten months—-— 

‘ A 1884-85. 1883-84. 
Earniogs............. $128,428 $167,790 $1,869,585 $1,996,105 
Expenses... ... 136,490 131,636 1.345.088 1,280,686 
Net earnings...... *38.N62 $36,154 $524,497 $705,419 
Per centof exps..... 106.3 78.4 71.9 64.6 


* Deficit. 

For the ten months the gross earnings decreased $116,520, 
or 5.9 per cent., while the expenses increased $64,402, or 5.0 
per cent., the result being a decrease of $180,922, or 25.7 
per cent., in net earnings. 


Montreal, Portland & Boston.—The court in Mon- 
treal has decided that the recent sale of this stock is not 
valid, for the reason that the stock was sold in a lump to 
satisfy a judgment, whereas it should have been sold share by 
share, and the sale stopped when a sufficient amount had been 
secured to pay the claims, the stock left to remain the prop- 
erty of the original owner, Mr. Barlow. An appeal from 
this decision has been taken to the full bench of the court. 


New York, Chicago & St. Louis.—A plan for the re- 
organization of this road has been prepared which provides 
for the issue of new 4 per cent. in place of the present 6 per 
cent. mo bonds, the holders to receive in compensation 
for the reduction of interest income bonds to the amount of 





25 per cent. of their —- The new mo: e is to in- 
clude the equipment bonds also, and = stock to be 
given for the -mortgage bonds. Under this plan the 


Lake Shore Co. will still retain its controlling interest in the 


stock. The bondholders’ committee has notified the company 
that this plan is not acceptable. 

Mr. J. C. Reiff, Secretary of the bondholders’ committee, 
has issued a circular stating that the default in interest 
having been made June 1, the trustee under the first mort- 
gage has been given notice to take the proper legal proceed- 
ings to enforce the rights of bondholders. 


New York, Lake Erie & Western.—This company 
makes the following statement for April and the seven months 
of the fiscal year from Oct. 1 to April 30, the figures includ- 
ing 68 per cent. of the gross earnings and all the working 
— of the leased New York, Pennsylvania & Ohio 
road : 











— — April.-——-. -——Seven months.—— 

1885. 1884. 1884-85. 1883-84. 
Earnings....... $1,469,012 $1,727.434 $10,866,182 $12,702,276 
Expenses ..... 1,199,999 °1,334,969 ~ 8,360,556 10,000,401 
Net earnings. $269.013 $392,465 $2,505,626 $2,701,875 


The seven mcnths show a decrease of $1,836,093, or 14.5 
per cent. in gross earnings ; a decrease of $1,639,845, or 16.4 
r cent. in expenses, and a decrease in net earnings of 
196,249, or 7.3 per cent. 
The earnings and expenses of the Erie lines proper, exclud- 
ing the New Fork, Pennsylvania & Ohio, were : 








-- April.- - ——-Seven months —— 

5. 8R4. 1883-84. 
Earnings....... $1,201,648 $1,397,726 $10,303.923 
Expenses...... 905,#42 958,377 7,374, 168 








Net earnings. $295.806 $2,928,755 
Per cent. of exps. 75.4 716 

This shows for the seven months a decrease in gross earn- 
ings of $1,497,414, or 14.5 per cent.; a decrease in expenses 
of $1,094,866, or 14. 9 per cent., and a resulting decrease in 
net earnings of $402,548, or 13.7 per cent. 

A comparison of the two statements shows that for seven 
months the 68 per cent. of earnings of the New York, Penn- 
sylvania & Ohio amounted to $2,059,673, while the working 
expenses were 42,080,255, showing a loss of $20,582 on the 
lease, against a similar loss of $226,880 last year. 


~ $439,349 
68.6 


New York & New England.—The Massachusetts 
Supreme Court, on the application of James F. Smith, to 
enjoin the company and the American Loan & Trust Co. 
from exchanging car trust certificates for second-mortgage 
bonds, has dismissed the bill on the ground that there is noth- 
ing illegal about the agreement or its details. 


New York, West Shore & Buffalo.—No new plans of 
reorganization have been submitted this week so far, 
but a movement is in progress to form a pew _com- 
mittee of bondholders who are not interested in the North 
River Construction Co, or in the terminal property. This 
movement is said to have the backing of a large number of 
those bondholders, including nearly all the Philadelphia 
interest. 

This Philadelphia interest has been increasing of late by 
purchase of bonds, and the latest rumor is that control of the 
road is to be obtained by the Pennsylvania Railroad Co., its 
object being to reorganize the company as soon as possible. 
and to retain the management of the road in its own hands. 
The West Shore could be used by the Pennsylvania very ad- 
vantageously in a railroad war, and might also be of much 
advantage to it in preventing the construction of the South 
Pennsylvania road, or in checking the competition of that 
road if it is built. In away that can readily be understood, 
the West Shore in Pennsylvania hands would be a very 
effective weapon either of offense or of defense. 

The new committee has issued the following circular to the 
bondholders : 

‘* Tt is unnecessary to enumerate the plans which have been 
suggested for reorganization of the West Shore property, or 
to state the fact that none of them have been accepted, for 
the reason that they have all proposed to conserve the 
interest of the holders of junior or other securities at a s«cri- 
fice to a greater or less extent of the interests of the bond- 
holders. 

‘* Suffice it to say that though nearly a year has elapsed 
since appointment of the Receivers, no progress has been made 
in settlement of the complications surrounding the property. 
On the contrary, its affairs are in a worse condition to-day 
than ever, and instead of there being reason to hope for a 
change for the better, the factis evident that every day’s 
further delay only serves still more to weaken the bond- 
holders’ position, and to a still greater extent to lessen the 
security of their bonds. 

‘It becomes imperative for the bondholders therefore to 
combine and take immediate action to protect their own in- 
terests. 

‘To that end the undersigned—themselves bondholders 
and with no interest in the property, directly or indirectly, 
except as such—constitute a committee for the purpose of en- 
forcing all the rights of the bondholders under the mortgage, 
and of securing to them ownership of the property which it 
covers at the earliest possible date. That the efforts of the 
committee will meet with vigorous opposition isevidenced Ly 
the oft-repeated threats on the part of those whose repre- 
sentations induced purchase of the bonds that foreclosure of 
the mo ge can be delayed for many years. 

** But the committee—satisfied that to foreclose the mort- 
gage and take the property is the only way now open to the 
bondholders—is ready to accept the issue, and to undertake 
the work, scarcely more in the interest of the West Shore 
bondholders than in the interest of every investor in the 
country, to vindicate the fact that a mortgage upon a rail- 
way, equally with a mortgage upon real estate, covers some- 
thing as a security, and carries with it rights which are in- 
contestable. In pursuance of its labors, the committee 
pledges to the bondholders all possible energy, persistence, 
and singleness of purpose. 

‘* The strength of the committee, however, and its power to 
accomplish the work which is before it will depend entirely 
upon the support it receives from those whose interests it 
proposes to serve. It is therefore hoped that the bondholders, 
appreciating this fact, will extend to the committee their 
prompt and earnest support. Without it failure of the com- 
mittee’s effort will be inevitable, but the committee is con- 
vinced that with such prompt and earnest support the threats 
as to delay will prove in vain, and that the day is not far 
distant when the West Shore bondholders will be owners, 
with undisputed title, of all the property covered by the 
mortgage which their bonds represent. 

‘* When that result has been accomplished the bondholders 
will be in position to negotiate, if they shall then desire to do 
so, with the representatives of other interests, for reorganiza- 
tion of the West Shore and its associate properties. If the 
purpose of the committee has your approval, please sign the 
inclosed agreement and return without delay to the Chair- 
man. 

‘* Frederic Taylor, Chairman; R. C. Martin, Oliver Harri- 
man, Edwin Einstein, J. N. Hutchinson, Samuel 8S. Sands, 
John N. A. Griswold, William D. Morgan, William Lummis, 
E. N. Tailer, Henry B. Hammond.” 


Northern Pacific.—The Land Department in May sold 


46,300 acres of land for $253,472, with town-lots to the 
amount of $1,126. The sales show an increase of 1,211 





acres over May of last year, while the average price per acre 
was $5.47, against $4.40 last year. 
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Ohio & Mississippi.—This company furnishes the fol- 
lowing statement for the month of April : 


1885. 1884. Inc. or Dec. P.c. 

Earnings.... ........$288,964 $206.476 D. $17.512 57 

Expenses....... .... 221,641 263,251 D. 41,610 15.8 

Net earnings .... $67,323 $43,225 I. $24,098 56.0 
Per cent. ofexps ... 76.7 86.0 D. 9.3 


The increase in net earnings, it will be seen, was due en- 
— to the large reduction in the working expenses of the 
road. 


Old Colony.—The plans for the new passenger station in 
New Bedford have been drawn by Mr. Henry Paston Clarke, 
of Boston, and the building is to be erected this season. It is 
to be of Philadelphia buff brick, with trimmings of freestone, 
the roof being covered with red slate with tile ridges. The 
style of the architecture will be Romanesque, and the dimen- 
sions are 159.3 by 37.8 ft. It will be one story in height. 


Oregon Improvement Co.—This company makes the 
following statement for April and the five months of the 


fiscal year from Dec. 1 to April 30: 
—-——April.—-—. ~——-Five months.—-— 
1885. 1884. 1885. 1884. 
Earnings. ....... ....$230,768 $290,392 $1,129,661 $1,341,158 
Expenses....... ..... 185.608 2211923 ‘9271533 1.080.741 
Net earnings ...... $45,160 $68,469 $202,128 $251,417 


The statement covers all the different properties of the 
company. 

Pennsylvania.—This company’s Lewisburg & Tyrone 
Division is now completed to Lemont, Pa., 2 miles west of the 
old terminus at Oak Hall, and 58 miles from the junction 
with the Philadelphia & Erie Division at Montandon. 


Pennsylvania & Martin’s Creek.—Work is to be 
begun immediately on a bridge over the Delaware River at 
Martin’s Creek. It will be 500 ft. long, in 5 spans, and will 
be 48 feet above the water level. The road is to connect the 
slate quarries at Bangor, Pa., with the Belvidere Division of 
the Pennsylvania Railroad at Martin’s Creek. 


Pennsylvania, Slatington & New England.—On 
suit of the Metropolitan Trust Co., of New York, the United 
States Circuit Court at Trenton, N. J., has appointed a Re- 
ceiver for this company’s property. The company, which is 
successor to another known as the South Mountain & Boston, 
was organized to build a railroad from Hamburg, Pa., across 
New Jersey to a connection with the Erie at Pine Island, 
N. Y. A good deal of work has been done at different 
times on the grading and a bridge over the Delaware, but no 
part of the road is finished or in operation. 


Philadelphia & Reading.—The managers of the com™ 
pany have selected as trustees to represent them in the reor- 
ganization, H. A. Dupont and H. Mc.K Twombley. The 
— representing the bondholders have already been 
selected. 


Pittsburgh & Western.—In the United States Comt 
in Pittsburgh, June 4, application was made on behalf of the 
company to authorize the Receiver to borrow money to pay 
interest on the floating debt and other claims, amounting in 
all to $813,451 ; the revenue from certain sources to be 
applied to the payment of this money. 


Portland & Ogdensburg.—The United States Circuit 
Court in New Hampshire has granted a final decree foreclos- 
ing at the expiration of six months from May 12 last the 
mortgage of 1871 on this road. The decree is concurrent 
with that already granted in Maine and is for a strict fore- 
closure—that is, the road will not be sold, but if it is not re- 
deemed by the stockholders before the expiration of the six 
months allowed, it will become the property of the trustees 
and may be disposed of as they see fit. 


St. Louis, Fort Scott & Wichita.—This road is now 
running regular trains to the new terminus at Anthony, Kan. 
The company is building extensive stock yards 3 miles below 
Anthony and 7 miles from the Indian Territory line. The 
drive, three-fourths of a mile wide, has been secured from 
these stock-yards to the south line of the state, which will 
give cattle driven up through the Territory uninterrupted 
access to this road. 

This road has been showing a large increase in earnings 
lately, as we have from time to time noted in our columns. 


St. Louis & Kansas City Air Line.—A preliminary 
organization by this company was recently made ata meet- 
ing held in Columbia, Mo. The projected line is to run from 
St. Louis to Kansas City, crossing the Missouri River at 
Stowell’s Ferry above St. Charles, and running through 
Warren, Montgomery, Callaway, Boone, Howard and 
Lafayette counties. 


St. Paul, Minneapolis & Manitoba.—A Chicago re~ 
port that the controlling interest in this road had been offered 
to the Chicago, Burlington & Quincy Co. by President Hill 
is denied by that gentleman, who says that the owners of the 
road have no present intention of selling or leasing it, con- 
sidering it a property of such prospective value that they are 
quite satisfied to hold it. 

Shenandoah Valley.—The first-mortgage bondholders’ 
committee reports that the signatures of the holders of $800,- 
000 in bonds have been secured. The committee expects 
before long to have a majority of the bonds, and as soon as 
secured notice will be given to take steps to foreclose the 
mortgage. 

Shenango & Allegheny.—A bill for the foreclosure of 
the first mortgage on this road has been filed in the United 
States Circuit Court in Pittsburgh. The road has been in 
possession of a receiver, appointed some time ago on appli- 
cation of the second-mortgage bondholders. The road is a coal 
road in western Pennsylvania, 63 miles long in all, and the 
first mortgage is for $1,200,000. It is largely owned in 
England. 


South Pennsyl vania.—A suit has been begun in the 
New York Sup*rior Court, by Mr. Ralph Bagaley, of Pitts- 
burgh, to enjoin all further proceedings under the agreement 
by which a syndicate was formed for the building of this 
road, and for the appointment of a receiver to take charge of 
the affairs of that syndicate and windthem up. The com- 
plaint states the circumstances attending the organiza- 
tion of the syndicate which subscribed $15,000,000, of which 
Mr. Bagaley took $1,100,000, and asserts that the agreement 
has not carried out; that the money paid in has been 
turned over to an oe corporation, known as the 
American Construction Co., and it further charges that the 
contract let to that os age for building the road is illegal. 
As the gy for which the syndicate was formed cannot 
therefore be carried out without violation of the law, the 
complaint asks that the syndicate be dissolved, and its assets 
distributed among its original subscribers. The court refused 
to grant any preliminary injunction, but sst the case for a 
hearing on June 16. 


Syracuse, Geneva & Corning.—This company has 
completed a branch line from Dresden, N. Y., westward 5 
miles to Penn Yan, N. Y. This branch is expected to secure 
considerable local traffic from fruit wers around Crooked 
Lake, who ship chiefly from Penn Yan, and whose business 
has been very considerable and is rapidly increasing, 





Troy & Greenfield.—tThe bill providing for the sale of 
this road, including the Hoosac Tunnel, to a corporation 
which shall operate a consolidated line from Boston to North 
-Adams, has been signed by the Governor and has now 
become a law. The new corporation, under the law, must be 
organized within three months, and must own a completed 
line of road from Boston to a connection with the Troy & 
Greenfield. 

Union Pacific.—The statement for April and the four 
months to April 30 is as follows : 


——-——April.- — -——-Four months.-—— 
1884 





1885. , 1885. 1884. 
Earnings.. ......$1,987,191 $2,116.519 $7,201,607 $7,154,466 
Expenses......... 1,833,401 1,248,162 4,959,494 5,172,512 





Net earnings... $653,890 $868,357 $2,242,114 $1,981.954 
Per cent. of exps.. 67.1 59.9 68.9 72.3 

For the four months the gross earnings increased 347,141, 
or 0.6 per cent., while the expenses decreased $213,018, or 
4.1 per cent., the result being a gain of $260,159, or 13.1 per 
cent., in net earnings. 


Virginia & Carolina.—lIt seems to be certain now that 
the reported sale of this unfinished road to parties interested 
in the Atlantic Coast line, has been made, and that the road 
will therefore not be built. The City Council of Petersburg, 
Va., which city has subscribed $100,000 to the stock of the 
company, has ordered an investigation. 


Wabash, St. Louis & Pacific.—In the United States 

Circuit Court in St. Louis, June 6, the Farmcrs’ Loan & 
Trust Co., of New York, as trustee under the first mortgage 
on the Missouri, Iowa & Nebraska road, now part of this sys- 
tem, filed an application for the appointment of a special re- 
ceiver for that road, to operate it for one year from the date 
of the order, if granted. The Court referred the application 
to the Master, who is to take testimony and report during 
the present week. The Missouri, Iowa & Nebraska line ex- 
tends from Keokuk, Ia., to Humeston, 131 miles, 
A press cable dispatch from Londor, June 3, said: ‘* The 
committee of bondholders of the Wabash Railway Company 
have arranged to send to America Mr. Bald, one of their 
number, together with Mr. Sneath, an expert accountant. 
Upon the arrival of these two gentlemen in the United 
States, a third person, an American expert, will be selected, 
and conjointly the three will make an investigation of the 
accounts of the Wabash Company, and inquire into the pros- 
pects of the road.” 

A dispatch from St. Louis, June 10, says: ‘* At the instance 

of the Farmers’ Loan & Trust Co., of New York, trustees of 
the underlying mortgage on the Missouri, Iowa & Nebraska 
Railroad, Judge Treat, of the United States Court, yester- 
day appointed Th mas Thacher, of New York, as Receiver 
of the said road. Mr. Thacher is to qualify and take posses- 
sion July 1.” 
Waxahachie.—Two plans are under consideration for 
the construction of a railroad from Waxahachie, Tex., toa 
connection with the Texas & Pacifie. The road is expected 
to control the local business of a considerable extent of coun- 
try, and there is some competition between the town of Dallas 
and Fort Worth to secure the terrrinus. Dallas has offered a 
subsidy of $100,000, but Fort Worth offers $50,000 more, 
and claims to have that amount actually secured. 


Western Union Telegrapb.—This company makes the 
following statement for the quarter ending June 30 : 








885. 1884. Inc. or Dec 

Net revenue (partly es- 
timated) ..............$1,800,400 $1,750,000 D. $350,000 
Int. and sinking fund... 143,768 144,060 D 232 
Ralance ...............-$1,256,232 $1,606,000 D. $349,768 
Dividends.............. 1,199, 841 1,399,800 D. $199,959 
Ralance. ..... .......... $56,391 _ $206200 D. $149,809 
Surplus, April........... $4,246.913 $4,019,817 I. $197,126 





Total surp. July 1....$4,303,334 $4,256,017 I. $47,317 

The actual figures of the statement for the quarter ending 
March 81, 1885, show that the net revenues were $1,358,- 
876, and the surplus, after paying interest and dividends, 
was $15,276 for the quarter. 


Williamsport & North Branch.—This road has been 
completed and opened for business to Muncy Valley, Pa., 3 
miles east by north from the former terminus at Glen Mawr, 
and 1814 miles from the junction with the Philadelphia & 
Reading road to Hallville. 


Wilmington & Weldon.—This company, as noted 
elsewhere, has bought the Midland North Carolina road, ex- 
tending from Goldsboro to Smithfield, 22 miles, the price 
paid being $66,000, or $3,000 per mile. It is understood 
that the road will be extended afew miles to a connection 
with the new branch which the company is now building 
from Wilson to Fayetteville, thus forming a short line from 
Goldsboro to Fayetteville. 

At a meeting of the stockholders in Wilmington, N. C., last 
week, anissue of additional stock was authorized to cover 
the new branches now under construction. It was resolved 
that the present stockholders in the company shall have the 
privilege at any time prior to July 1 next of subscribing for 
the new stock in the proportion of one-fifth of their present 
holdings. This stock is to be issued at 110, and subscribers 
will be required to pay one-fourth the price July 15 and the 
balance Nov. 15. The stockholders also authorized the exe- 
cution of a general mortgage on the road to cover the issue 
of 5 per cent bonds, having 50 years to run, at the rate of 
$12,000 per mile of road owned, a sufficient amount of these 
bonds to be held by the trustees to retire the outstanding 
bonded debt of the company, and the balance to be used for 
construction and other purposes. 

At the same time the stockholders voted to ratify the lease 
of the Wilmington, Columbia & Augusta road, at a rental 
equivalent to the interest on the debt of that company and 6 
per cent, on its stock, as noted last week. 


Wisconsin Central.—This company has recently com- 
pleted and opened a branch from Chelsea, Wis., to Rib Lake. 
he branch is 6 miles Jong, and opens a new lumber district. 


ANNUAL REPORTS. 


The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Charlotte, Columbia & Augusta, 


This company owns a line from Charlotte, N. C., through 
Columbia, S. C., to Augusta, Ga., 191 miles. It leases the 
Atlantic, Tennessee & Ohio, from Charlotte to Statesville, 
47 miles: the Chester & Lenoir (3 ft. gauge), from Chester, 
S. C., to Lenoir, N. C., 110 miles; and the Cheraw & Chester 
(3 ft. gauge), from Chester, 8S. C., to Lancaster, 29 miles. 
The accounts of these leased lines are given separately. 

During the year the Chester & Lenoir was extended from 
Newton to Lenoir, 31 miles, completing the road. 

The equipment includes 19 locomotives: 12 passenger, 7 
combination and 5 mail and express cars ; 140 box, 9 stock, 
66 flat and 10 caboose cars ; 1 pay car and 10 shanty cars. 
This does not include the 3-ft. gauge equipment on the leased 
lines, which consists of 7 locomotives ; 4 passenger, 2 com- 
bination and 2 mail and express cars ; 52 box and 20 flat 
cars ; 1 pay car. 

The general account, condensed, is as follows : 


Pe leicncs tay pan cddargeoses 100ber int oer eunvecek $2.578,000 

See a eer S Sea 

Bills, accounts and balances ................eee+eeeees 383.617 

Unclaimed interest, etc.... .. ... ........ oer ene 21.377 

EDEN Soc Barats bacehsnnchun scents eee reine 110.658 
ME a ciinietank Packie) woay Aavdnteaknreahin tass $3,795.569 

Road, equipment and real estate..... .-+. $5,283,593 

Stocks and bonds owned. ...,......-.+ «-- 135,430 

MR ds wincssnaties, bes ose) an cepeeecese 103,035 


5.795.569 
The funded debt includes $1,417 fractional bonds and $6,000 
old Charlotte & South Carolina bonds : $189,500 Columbia & 
Augusta firsts ; $2,000,000 Charlotte, Columbia & Augusta 
firsts and $500,000 seconds. 

The traffic for the year was as follows : 














Train miles: 1883-84. 1882-83. Inc.orDeec. Pe. 
Dba cn cacscadenss 202,042 202,889 D. 847 0.4 
Ee are ee 219,482 224.871 DPD. 5339 24 
Service and switching ... 82,465 59,794 [. 22.671 37.8 

Se tn, Oe Cr 503.989 478,504 I, 16.485 3.4 


Pass. car miles... ...... 901.010 38,846 4. 


862,164 I. 5 
Freight car miles ....... 3.147,556 3,276,345 D. 128,789" 3.9 
Passengers carried...... | 154,351 152.754 I 1.597 10 
Passenger-miles...°..... 5,894,809 5,955,946 D. 61,137 1.0 
Tons freight carried.... 202,732 199,274 I. 3,458 1.7 
Ton miles ee ceeeee »- 14,851,698 14,635,451 I. 216,247 1.5 

Av. train-load: 

Passengers, No.......... 29 29 ee - 
Freight, tons......... 63 65 I. 3 4.6 


The express business for the year amounted to 1,309 tons 
carried 149,754 miles. 
The earnings for the year were: 











1883-84 1882-83. Inc. orDec. P.c. 
| ae $415 275 $475.007 D. $59.722 12.6 
Passage............. 179.406 193,167 D. 13.761 71 
ee. eee 33,173 34,667 D 1,494 4.3 
NE ew ids-ksdesned $627 854 $702,841 D. $74,987 10.7 
jo eee eee 446,090 423,768 I. 22,522 5.3 
Net earnings.... .. $181.764 $279,073 D. $97,309 34.9 
Gross earn. per mile. 3,287 3,680 D. 393, 10.7 
Net ¥ “pe 952 1.461 D. 509 34.9 
Per cent. of exps.... 71.05 60 29 I. 10.76 : 


These earnings and expenses are only on the main line (191 
miles). The operations of the leased lines are given separately 
below. 

The traffic of the leased lines for the year was : 


Aw F. Ches & Ch. & 

& O. Lenoir. Ches. 
NN ANNO 6 od vcs vinincsichowsews 30,825 99.903 36,534 
Car mies........ wes e<koneaee | eee 439,099 154,201 
Passengers carried...... ...... 20 S31 28.808 14.471 
Pa-senger-miles jos cnosig ses See 624 580 24x,106 
Tons freight carried........... 20,269 12.951 1 261 
ION 4.50 ceacbenceme. 160046 695 022 425,369 243.288 


Most of the traffic on these lines is carried by mixed trains. 
The operations of the leased lines were as follows : 


hn T. 20... ais & Ches. 














Sree . «ee. $51,240 $33,458 
PAO. 6c. osccscicdeeine “SOU 39,5535 
Net earnings ....... ..... $21.435 *$6,095 
Rental paid... ...cs.0.+- 25,000 10,248 
BOs kai ccewsicceccsondcs $3,565 $29,136 $16.343 





*Deficit. 

The rental of the Chester & Lenoir includes $8,179 floating 
debt paid. The total loss on these lines was thus $49,044. 
The Atlantic, Tennessee & Ohio earned $1,090 gross and 
$454 net per mile; the Chester & Lenoir $630 gross and $745 
net; the Cheraw & Chester, $1,154 gross per mile. 

The general result of the year was thus as follows : 





Net earnings, AS ADOVE..........-.ecee cece eee cece eeee eee $181,764 
Interest, funded debt..........00 ceecccesses cee $182,210 
MOAT GOUE. .20. 0c cccec css coscas soe ee 
Loss on leased lines. .......--. jontiesueteienss x 
—— 256,448 
Balance, deficit for the year............+--2seeeeee ees $74,684 


This loss is somewhat offset by the improved condition of 
the property and the extension and better prospects of its 
leased lines. Je 

The company has accepted a proposition to extend the 
Atlantic, Tennessee & Ohio from Statesville to Taylorsville, 
the people along the line paying for the grading and ties. 

During the year 2,000 tons of steel rails and 65,088 new 
ties were used in renewals on the main line, the best of 
the old rails taken up having been used to replace worn-out 
rails on the leased lines, where also a large number of new 
ties were laid. Considerable improvements in the way of 
bridges and buildings, new sidings, etc., were also made, _ 

The report refers at considerable length to the restriction 
of rates by the South Carolina Commission, and the conse- 
quent loss of earnings. . : 

The completion of the Chester & Lenoir road to Lenoir 





opens a new country, from which an increase of traffic is ex- 
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